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“Union” pioneered train-carried electronic equipment more 
than twenty years ago—has steadily paced the field with 
advancements ever since. Thus, “Union” engineers have 
long since proved, in actual use, the type of electronic 
equipment and mountings required by railroad service. 








The equipment for “Union” Inductive 
Train Communication Systems meets 
Se EGARER EEE every railroad standard. The equipment 
box, for example, is constructed of heavy- 
gauge sheet steel, ruggedly reinforced; 
and is weatherproof. Operational units 
within this box float on a shockproof, 
vibration-damping chassis. These units 
are arranged in readily-detachable trays 
for ease of maintenance. 


These are the sort of features built into 
each component of “Union” Inductive 
Train Communication Systems. They 
are your guarantee of trouble-free voice 
communication equipment for your rail- 
road. Our representatives will gladly 
give you additional information. 


a 


UNION SWITCH & SIGNAL COMPANY 


Swissvale, Pennsylvania 


NEW YORK CHICAGO ST. LOUIS SAN FRANCISCO 
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How long and often must economic developments 
prove the forecasts and nostrums of New Dealers and 
other promoters of national socialism wrong before the 
American people finally will lose all confidence in them? 

“Mass unemployment” was the specter with which the 
New Dealers were still trying until recently to haunt us 
into submission to their policies. They continued long 
after V-J Day to predict 8,000,000 unemployed by 
spring. The “workers”—i. e., members of labor unions 
—would not have enough purchasing power to remedy 
this unemployment, or prevent it from increasing, unless 
the Murray “full employment” bill and numerous other 
socialistic measures were adopted. Most important of 
all, to provide enough mass purchasing power, a big 
program of government expenditure on public works 
must be adopted. 

And what actually has occurred? The Murray bill 
was passed in a very watered-down form; but every- 
body is so busy that the President has been unable to 
get anybody to administer it, and almost everybody has 
forgotten it. Ever since V-J Day it has become more 
evident that the huge purchasing power accumulated 
during the war, not merely by members of labor unions, 
but by the nation’s entire people and its business, has 
been creating a demand for all kinds of civilian goods 
vastly exceeding the available supplies. Hence, the 
demand for labor to produce civilian goods increased 
until, according to a reliable estimate, total employment 
had risen recently to 55,300,000 or 600,000 more than 
at the war-time peak ! 


“Emergencies” Never End 


To what extent was this due to government expendi- 
ture on public works? Hardly at all. Full employment 
having been provided almost entirely by private enter- 
prise, the New Dealers had suddenly quit prescribing 
preventives of an emergency due to “lack of mass pur- 
chasing power” and “mass unemployment.” But they 
had to discover an emergency due to something; they 
live on emergencies. Hence, they discovered there was 
an emergency due to a shortage of housing for veterans, 
and caused adoption of special legislation to remedy it. 
And this special legislation, by requiring the diversion of 
labor and materials from public works to “emergency” 
housing construction, prevents, at least temporarily, the 
huge public works program which the New Dealers 


The Infallible Wrongness of New Dealers 





formerly contended would be ee needed to 
prevent mass unemployment ! 

The New Dealers’ plans of less than a year ago to 
compel large increases in wages and in government ex- 
penditures on public works were obviously and avow- 
edly intended to prevent post-war deflation and depres- 
sion. They have succeeded in forcing large inflationary 
increases in the wages of the one-fourth of the country’s 
workers who belong to labor unions and in the prices of 
the industries that employ these workers. And what 
are the New Dealers trying by O. P. A. and other means 
to do now? They are trying now to prevent the post- 
war inflation which their measures to prevent a post-war 
depression and deflation have necessarily tended to cause. 


Inflation “Control” Ineffective 


Perhaps uncontrollable inflation will be avoided ; per- 
haps it will not be. But of one thing we may be certain: 
it will not be prevented by New Deal policies. For the 
New Deal leaders and their economists will always be 
wrong in forecasting the nation’s economic problems 
and in proposing solutions for them as long as we have a 
preponderantly private enterprise economy. They will 
always be wrong for the same reasons they always have 
been wrong.. They were as wrong in 1933 when they 
prescribed general increases in wages and prices by 
N. R. A. to end the depression, and thereby protracted 
the depression and unemployment until the war began, 
as they were until recently in prescribing means of pre- 
venting deflation when the real danger was inflation. 

And the reasons why they always have been wrong 
and are sure always to be wrong as long as the nation’s 
economy is preponderantly one of private enterprise are 
these: only those who understand and believe in private 
enterprise can and will do what is necessary to remedy 
the ills of private enterprise and keep it usually healthy. 
But the New Dealers don’t understand and do not be- 
lieve in private enterprise. And those who do not un- 
derstand and do not believe in private enterprise will 
always, when they can, adopt socialistic policies to solve 
economic problems. But true private enterprise is a 
voluntary competitive system, while every socialistic 
policy applies governmental compulsion to the national 
economy in one or more ways. And, obviously, you 
cannot improve the working of a necessarily voluntary 
system by applying governmental compulsion unless 











for the purpose of preventing the application of compul- 
sion by private pressure groups, such as labor monopo- 
lies or business monopolies. The more compulsory so- 
cialistic policies are applied the less voluntarism will re- 
main in private enterprise and the worse results the na- 
tional economy will produce. 

Voluntary competitive private enterprise always has 
worked in this country excepting for brief periods. Na- 
tional socialism or communism, with its compulsions, 
might work—as before the war in Italy, Germany, 
Japan and Russia. A “mixed economy” of private en- 
terprise and socialism won’t work, because you can’t 
mix voluntarism and compulsion without preventing 
both from working. The efforts of most New Dealers to 
“reform,” “help” and preserve” private enterprise by 
applying socialistic policies to it are inspired by eco- 
nomic ignorance. The similar efforts of the rest of them 
are inspired by a desire to destroy private enterprise 
and replace it with some form of communism or fascism. 


Studies of Shop 
Maintenance Methods 


A reduction in maintenance requirements is now a 
prime objective in the design of new rolling stock. At 
the same time too little attention is being paid to the 
possibilities of savings in handling existing equipment. 
It is worth while in these days of high labor and mate- 
rials costs to study in detail the maintenance methods 
used to service and repair locomotives and cars and to 
analyze both the results and the costs. 

Such studies can be made best by a staff department 
devoid of routine responsibilities that might limit its 
capacity to make a thorough investigation and having 
as its only interest the establishment of the highest stan- 
dard of operation that can be reasonably attained. Such 
studies should be done by men familiar with the work 
under scrutiny and with a knowledge of the practical 
aspects of railroad operation. They can not be made by 
the supervisory forces charged with the responsibility of 
maintaining production. These forces are not only too 
busy with the everyday problems of keeping their as- 
signed work moving on schedule but they have a natural 
reluctance to suggest changes that would reduce the 
manpower under their control. In addition they have 
a personal interest in their men that makes it imprac- 
ticable for them to recommend the changes required by a 
cold appraisal of the facts. 

Surveys of this kind would eliminate guesswork and 
answer questions about maintenance practices and costs 
that could be determined in no other manner. Such 
questions as: Is each man doing a day’s work? Can 
savings in materials be made? Are the arbitrary mile- 
age limits of inspections and renewals producing the best 
results? Would new or different equipment: justify the 
expense? Are inefficient handling operations reducing 
the time available for more productive work? Is the 
required accuracy of workmanship being done in the 
maintenance of precision-built machines ? 

These questions are not products of the imagination. 
They and many other pertinent questions are being 
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asked on one railroad and the answers are being given, 
after a detailed study by a small permanent staff whose 
goal is to find less expensive means of doing more and 
better work. It is a goal that is achieved most of the 
time because few railroad maintenance operations have 
reached standards so high that improvements are 
impossible. 


Disaster Can Be Averted 


The catastrophic decline in railroad earnings, caught 
in the “squeeze” of low rates plus high wages and mate- 
rials prices, is nowhere more completely set forth than 
in the Interstate Commerce Commission’s monthly state- 
ment of “selected income and balance sheet items’—the 
most recent, that for the first quarter of 1946, having 
been published on page 1247 of the June 22 issue of this 
paper. 

In the accompanying table the percentage declines in 
income figures shown in this I. C. C. statement for the 
first three months of 1946 (compared to the first quar- 
ter of 1945) are applied to income items for the entire 
year 1945 to show what earnings for all of 1946 would 
be if the last three quarters should show the same dolo- 
rous relationship to 1945 that the first quarter did. 








1946 Prospective Net Earnings 
1946 Est, Earn- 


% Reduction ings if 1st 
lst quarter 1945 Quarter Rela- 
1946 under Actual tionships Should 
1st quarter Earnings Persist Through- 
1945 Entire Year out Year 
Net Ry. Operating Income. 56.5 $850,283,690 $369,873,405 
Ce age Coco) ere 12.2 204,985,753 179,977,491 
fo CN ee eae 1,055,269,443 549,850,896 
Misc. Deductions from In- 
UME oe t's Gara % 1.6 38,587,636 37,970,234 
Income Available for 
Fixed Charges ....... Soe 1,016,681,807 511,880,662 
Total Fixed Charges ... 10.8 524,075,009 467,474,908 
Income After Fixed Charges 492,606,798 44,405,754 
Contingent Charges ....... 45,222,120 41,468,684 
Net FROME . 6.066205 447,384,678 2,937,070 








It will be noted that, on this basis, 1946 would pro- 
duce net railway operating income of only $370 millions, 
or less than in 1938 which, except for 1932, was the 
worst year for net earnings since the termination of fed- 
eral control in 1920. Actually, of course, it is hardly 
likely that 1946 earnings will follow their first quarter’s 
pattern throughout the whole year. The minuscule rate 
increase allowed by the Commission will add, certainly, 
at least a few millions to the prospects for net railway 
operating income and net income as shown in the table. 
On the other hand, the 2% cents in additional wage in- 
creases granted to employees in May was not retroactive 
—and hence, to the extent which it is not offset by more 
favorable factors, would serve further to reduce 1946 
income prospects even below the sorry figures shown in 
this table. 

There is nothing inevitable about these trends. They 
can be counteracted so that the disastrous results to 
which they point are never permitted to occur. It is only 
in the ignorance of, or failure to be properly impressed 
by them that danger lies. If those responsible for the 
costs of railroad service (i. e., the suppliers of labor and 
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materials and the railway officers who contract for the 
acquisition of goods and services) are brought to a full 
understanding of the significance of these figures, then 
correction will come from the expense side of these un- 
favorable trends. Similarly, if regulatory authorities 
and ‘shippers are led to see the full meaning of such fig- 
ures, then correction should also be speedily forthcom- 
ing from the revenue side. 

Nothing is necessarily fatal in the situation as yet. 
Only the direction is fatal. Courage and intelligence 
can vary this direction. 


What About Bus Competition? 


That the American public, in the immediate years to 
come, will expend large sums as travel dollars is un- 
questioned. Just how this money will be apportioned 
between the railways, the bus lines and the air lines is a 
prediction which it would be difficult to make with as- 
surance. All of these agencies of passenger transporta- 
tion have been particularly active since the end of the 
war in the promotion of new ideas, the ordering of new 
equipment and, in general, the refurbishing of their 
services to meet and anticipate the demands of the 
travelers. 

Recently, the Greyhound Corporation indulged in a 
complete overhauling of its top management. This im- 
portant company is an organization of a large number 
of bus-operating companies, several of which are in part 
railway-owned. The operating companies within the 
group range from wholly-owned subsidiaries and so- 
called affiliates to an operating company like the South- 
eastern Greyhound Lines, one of the largest in the com- 
bination, which uses the Greyhound name, contributes 
to advertising expenditures and coordinates schedules, 
but to a very large extent determines its own policies. 

In 1945, Greyhound operated 74,373 route-miles and 
piled up 371,494,525 bus-miles over these routes. Grey- 
hound’s principal rival has been the National Trailways, 
a collection of bus-operating companies (many of which 
are also railway affiliates) which is set up on a national 
basis. Recently, however, a new rival has appeared in 
the American Buslines, which is operating over 14,300 
route-miles, of which 8,400 miles are represented by the 
bus-operating company that was originally formed as 
a subsidiary of the Chicago, Burlington & Quincy. 

One of the principal problems facing the bus industry 
is the question of unionization and attendant increases 
in operating costs. The Amalgamated Association of 
Street, Electric & Motor Coach Employees already 
claims a majority among Greyhound employees. These 
prospective increases in costs are worrying the bus peo- 
ple, since it has been traditionally figured that bus fares 
must be kept on a basis at least 25 per cent less than 
railway coach fares if bus occupancy is to be maintained 
at a point where profits can be shown. In the past a 
figure of roughly 34 cent a mile has been regarded as 
the minimum in bus fares under which a profit can be 
made. The threat of reduced railroad fares and rising 
costs is keeping bus executives awake at nights. The 
steps that the railways have taken in the way of order- 
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ing new equipment and going after large scale mass 
transportation in coaches are also a considerable source 
of concern to bus operators. 


The Answer to Slides? 


For many years railroad engineering departments 
have conducted an unrelenting search for effective means 
of controlling slides, a search that is continuing today 
with, if anything, greater vigor than ever before. Slides 
are, in the aggregate, a cause of enormous expense to 
the railroads in the form of direct costs incurred in re- 
pairing the damage produced by them and of indirect 
costs due to traffic restrictions or stoppages resulting 
from them. With labor costs increasing and with train 
schedules being shortened to cope with stiffening com- 
petition, the prevalence of slides is a thorn in the side of 
the railroads that has become something more than a 
mere irritation. 

Slides affecting railroad property are of two general 
types—those in which material moving down from 
above fouls, or threatens to foul, the track, and those in 
which there is movement of the supporting material be- 
neath the track, accompanied by lateral displacement or 
subsidence of the roadbed. In both cases the treatment 
of the trouble is difficult because it involves the control 
of forces that are not subject to exact analysis. The 
science of soil mechanics has made great progress in re- 
cent years but there is little indication so far that the 
findings are of much help in overcoming slides. Hence, 
the slide-control efforts of the railroads have, to a large 
extent, been of a “cut and try” nature, although efforts 
are made frequently to remove as much of the uncer- 
tainty as possible by conducting sub-soil investigations 
to determine the presence and origin of water, the ex- 
istence of cleavage planes, and the general character of 
the underlying material. 

In the knowledge that moisture is the primary trou- 
blemaker in many slides a great deal of effort has been 
concentrated on devising and installing sub-soil drainage 
systems, and frequently such expedients have proved 
effective. Other measures used are largely for the pur- 
pose of restraining the unstable material by means of 
rip-rap or retaining walls of various types, but all too 
often such devices are ultimately overpowered by the 
forces behind the slide. Because of this lack of perma- 
nence, some of the control measures used, requiring 
renewal or strengthening periodically, are, in themselves, 
a source of expense which may not be much less onerous 
than the evil they are intended to overcome. 

Thus, in spite of the war that has been waged against 
them, slides involving railroad property are still a com- 
mon ailment and a source of great expense. However, 
there is new hope for slide-plagued railroads in a method 
of control which, while used on only a limited scale to 
date, has produced encouraging results. This method 
involves grouting of the troublesome areas in the same 
manner that unstable roadbed is grouted. In overcom- 
ing soft track, it has proved itself effective and econom- 
ical to the satisfaction of many railroads, and there is 
no apparent reason why it should not be equally as effec- 
tive in stabilizing at least certain types of slides. 













Left—Typical test specimens for qualifying procedures and operators before the actual welding of the boilers is 
started. Right—An assistant is holding a copper back-up to prevent a possible blow-through during the welding 
of the seam on the outside. Note the bolts and tack welds that assure the fit-up with a tolerance of .015 in. 


All-Welded Locomotive Boilers 


Techniques and facilities used at the American Locomotive 













Company’s Schenectady plant for the fusion welding of boilers 
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Left—Welding a longitudinal seam. The 
first pass is made on the outside of the boiler 
course, the second and last pass on the inside 


Below—A completed longitudinal weld with 
the plate for starting the weld at the left 
and a test coupon at the right of the weld 






Left—A special grinding machine trues the joint faces 
of each course prior to the fitting up of the girth seams 
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Above—The automatic welding machine is supported on 
a boom as the boiler is rotated during the welding of 
the girth seam. Right—The dome is welded by an 
automatic machine developed especially for the job 


Right — X-ray pictures 
of welds are made to de- 
tect defects. The num- 
bers and arrows point- 
ing to prick-punch 
marks are used to locate 
all defects in the weld 


SCHENECTADY 


Right—Oil burners along the cat-walk of 
the stress-relieving furnace. Below—One 
of the all-welded boiler shells about 
to enter the 80-ft. car-bottom furnace 
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Large A.S.T.M. Meeting Held at Buffalo 


Forty-ninth annual convention features outstanding technical 


program including many reports and addresses having important 





LIMAXING one of the busiest years 
in its history, the American Society 
for Testing Materials held its forty-ninth 
annual convention at the Statler hotel, 
Buffalo, N. Y., on June 24-28. Included 
in the extensive program was the pres- 
entation of more than 150 technical 
papers and committee reports, which 
were grouped according to allied or re- 
lated subjects for consideration at the 
various technical sessions. The meeting 
assumed increased importance this year 
in the light of the reconversion program 
now in progress throughout the country, 
and the attendant need for the effective 


Photo courtesy of Carnegie-Illincis Steel Corp. 





bearing on the purchase and utilization of railway materials 


utilization of materials and production 
facilities, 

Indicative of the intense interest in the 
work of the society is the fact that, de- 
spite housing difficulties, a total of 1,825 
members and guests registered at the 
meeting, an attendance surpassed only by 
the 2,063 registered at the annual meet- 
ing in New York in 1944. That the work 
accomplished at the current meeting was 
also at a peak is seen in the fact that ap- 
proximately 50 new tentative standards 
were adopted, all representing new or 
recent work on the part of the commit- 
tees. The annual meeting next year 





will be held at the Chalfonte-Haddon 
Hall, Atlantic City, N. J., on June 23-27. 

This year’s meeting, which was pre- 
sided over by J. R. Townsend, president 
of the society and materials engineer, 
Bell Telephone Laboratories, comprised 
24 technical sessions, in addition to the 
numerous committee and subcommittee 
group meetings. In conjunction with the 
meeting, the society also conducted its 
seventh exhibit of testing appliances and 
related equipment and its fifth annual 
photographic exhibit. 

Most of the reports and many of the 
technical papers presented before the so- 
ciety were preprinted and distributed to 
members for written comment and dis- 
cussion. This expedient, together with 
advance meetings of individual commit- 
tees, made it possible for the work at the 
meeting to be carried on at a fast pace, 
and many problems relating to materials 
and tests were considered. Among the 
subjects of special interest to the railroad 
industry were those pertaining to steel, 
wrought and cast iron, certain non-fer- 
rous metals, bearings, corrosion, cement 
and concrete, timber, and water. 


New Officers Elected 


In the letter-ballot election of officers 
for the ensuing year, the result of which 
was announced at the opening ‘session, 
Arthur W. Carpenter, manager of test- 
ing laboratories, B. F. Goodrich Com- 
pany, was elected president, and Richard 
L. Templin, assistant director of research 
and chief engineer of tests, Aluminum 
Company of America, was elected vice- 
president. Five new members of the 
board of directors were also elected, in- 
cluding L. H. Winkler, metallurgical en- 
gineer, Bethlehem Steel Company, and 
F. E. Richart, research professor of engi- 
neering materials, University of Illinois, 
who has held many engineering positions 
in the railway and public utility fields. 

“Protective Organic Coatings as Engi- 
neering Materials” was the subject of the 
Edgar Marburg lecture this year, which 
was delivered by J. J. Mattiello, vice- 
president and technical director, Hilo 
Varnish Corporation, Brooklyn, N. Y. 
He stated that the growth of this indus- 
try, like that of many others, has been 
primarily a development of the arts, and 
pointed out that while empirical methods 
still play a significant part in the develop- 
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ment of new coatings, the industry’s 
progress is guided mainly by the applica- 
tion of fundamental physical and chemi- 
cal principles. 

Under the impetus of the war effort, 
said Mr. Mattiello, the chemists, chemi- 
cal engineers and the other technically 
trained men of the industry were given 
their first real opportunity to emphasize 
the chemical and engineering aspects of 
the protective coating industry. In the 
future, he continued, the industry will be 
confronted with many new chemically- 
synthesized film-forming materials, in- 
cluding some now in the offing and others 
that are probably not even on the horizon 
at present. 


Fatigue Tests of Rail 


Among the matters considered at a 
technical session devoted to steel and re- 
lated subjects was a paper on “Fatigue 
Tests of Rail Steel Under Compressive 
Stress,” by R. S. Jensen and H. F. 
Moore, University of Illinois. This paper 
described tests that were conducted on 
T-shaped specimens cut from a rail web 
under stress cycles ranging from com- 
pressive stress to tensile stress 20 per 
cent as great as the compressive stresses. 

When such specimens failed, the frac- 
tures were found to have started on the 
compression side, and the compressive 
stresses were about 78 per cent higher 
than stresses in specimens subjected to 
cycles of completely-reversed bending 
stress. Under completely reversed stress 
the fractures started on the tension side 
of the specimen. Reduced stresses at 
fracture resulted in tests of specimens 
with stamped lettersat the critical sec- 
tion on the compression side. Although 
shot-peening sets up longitudinal com- 
pressive stress in the unstamped speci- 
mens, the fatigue strength of shot-peened 
specimens was approximately 32 per cent 
greater than for specimens in which the 
surface of the compression side was left 
as rolled. 

The report of the Committee on Steel 
dealt with numerous changes detailed in 
the standard specifications for open 
hearth carbon-steel rail, and also the ten- 
tative specifications for heat-treated car- 
bon and alloy-steel track bolts and nuts, 
and changes in the standard specifica- 
tions for steel tie plates. All this work 
was carried on in close cooperation with 
the American Railway Engineering As- 
sociation and an effort was made to have 
the actual requirements in the specifica- 
tions of the two bodies coordinated so far 
as possible. These changes are to be 
made to bring the requirements in line 
with the latest practice and, concurrent 
with this action, war-time emergency 
provisions have been withdrawn. 

The committee also accepted a pro- 
posed revised specification for multi- 
wear wrought-steel wheels. The changes 
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made, it was explained, comprise a re- 
vision and combination of two existing 
specifications: one covering heat-treated 
wheels of three classes, and the other, a 
non-heat-treated grade. The new speci- 
fication is expected to simplify ordering 
and production, and will bring the re- 
quirements substantially in line with 
those of the Association of American 
Railroads. 

The report of the Committee on Steel 
contained numerous recommendations. A 
partial list of the specifications effected 
by these recommendations follows: 


New Tentative Standards 


Low-carbon nickel-steel plates for boilers 
and other pressure vessels. _ 
Rolled carbon-steel locomotive frames. 


Adoption of Tentative Standard 
as Standard 


Heat-treated carbon and alloy-steel track 
bolts and nuts. 


Revision of Standards, Immediate 
Adoption 

Open-hearth carbon-steel rails. 

Steel for bridges and buildings. 

Boiler and firebox steel for locomotives. 

Welded and seamless steel pipe. 

Steel tie plates. 

Carbon-steel plates for stationary boilers 
and other pressure vessels. 

Lap-welded and seamless steel and lap- 
welded iron boiler tubes. 

Structural steel for locomotives and cars. 

Carbon-steel forgings for locomotives 
and cars. 


Adoption as Standard of Tentative 
Revisions of Standards 


Steel for bridges and buildings. 


Withdrawal of Standards 


Carbon-steel and alloy-steel castings for 
railroads. 


Reaffirmation of Standards 


Open-hearth steel girder rails of plain, 
grooved and guard types. 

Low-carbon steel joint bars. 

Medium-carbon steel joint bars. 

High-carbon steel joint bars. 

Quenched carbon-steel joint bars. 

Soft steel track spikes. 

Steel screw spikes. 

Low-carbon steel track bolts and nuts. 

Hot-worked, high-carbon steel tie plates. 


Corrosion 


Because of the increasing use of cor- 
rosion-resistant steels in the railway 
field, a feature of special interest to rail- 
way men was a symposium on Atmo- 
spheric Weathering of Corrosion-Re- 
sistant Steels. Subjects discussed during 
this session included exposure tests on 
corrosion-resistant steel, in a paper by I. 
V. Williams and K. G. Compton, Bell 
Telephone Laboratories; atmospheric 
corrosion tests on corrosion-resistant 
steel, by Grant L. Snair, Jr., Allegheny 
Ludlum Steel Corporation; atmospheric 
corrosion tests on high-chromium steel, 
by W. O. Binder and C. M. Brown, 
Union Carbide & Carbon Research Lab- 
oratories; marine exposure tests of cor- 
rosion-resistant steel sheet, by W. H. 





Muchler, National Bureau of Stand- 
ards; atmospheric corrosion tests of cor- 
rosion-resistant steel wires, by A. P. 
Jahn, Bell Telephone Laboratories; and 
corrosion-resistant steel for architectural 
and structural applications, by H. A. 
Grove, Republic Steel Corporation. The 
last-mentioned paper, among _ other 
things, related the favorable results of 
an inspection made of a modern railroad 
train constructed of corrosion-resistant 
steel. Another point stressed during the 
symposium was that steels containing 
substantial amounts of chromium are 
finding increased applications in fields 
where resistance to atmospheric corro- 
sion is important, because of the passi- 
vating effect that chromium imparts to 
steel under oxidizing conditions. 

Presented during a session on non-fer- 
rous metals and allied subjects was the 
report of the Committee on Copper and 
Copper Alloys, Cast and Wrought. 
Changes in specifications proposed by 
this committee included the withdrawal 
of emergency alternate provisions in the 
specifications for bronze castings for 
turntables and movable bridges and for 
bearing and expansion plates for fixed 
bridges. This committee also recom- 
mended revisions for immediate adop- 
tion in a number of standard specifica- 
tions, included the following: 

Copper plates for locomotive fireboxes. 

Copper bars for locomotive staybolts. 

_ Bronze castings in the rough for locomo- 
tive wearing parts. 

Car and tender journal bearings, lined. 

Rolled copper-alloy bearing and expan- 
sion plates for bridges and other structural 
uses. 

Also presented during the session on 
non-ferrous metals was the report of the 
Committee on Light Metals and Alloys, 
Cast and Wreught, which included sev- 
eral recommendations regarding alumi- 
num and aluminum-magnesium prod- 
ucts. This committee submitted new 
tentative specifications for aluminum- 
alloy sheets and plates, aluminum-alloy 
drawn seamless tubing, and aluminum- 
alloy bars, rods and wire. This group 
also recommended the withdrawal of five 
tentative specifications, all of which are 
of either direct or indirect interest to 
railroads, including those for aluminum- 
alloy (Duralumin) sheet and plate; 
aluminum sheet and plate; aluminum- 
manganese alloy sheet and plate; 
aluminum-alloy (Duralumin) bars, rods, 
wire and shapes; and aluminum-mag- 
nesium chromium alloy sheet and plate. 


Cement and Masonry Materials 


Information of interest to the rail- 
roads was presented in the form of vari- 
ous committee reports and papers during 
a session on cement, concrete, lime, re- 
fractories and other masonry materials. 
In its report, the Committee on Cement 
presented a method of test for air con- 
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tent of portland-cement mortar, and a 
lean mortar bar test as a measure of the 
sulphate resistance of portland cement. 
It also discussed the effects of alkalies in 
portland cement on the durability of con- 
crete and on volume changes in, and the 
soundness of, portland cement. This 
committee also submitted several new 
tentative specifications and tests which 
have been accepted, including (1) a 
specification for portland-blast-furnace 
slag cement, (2) a test for determining 
the fineness of portland cement by the 
air-permeability apparatus, and (3) a 
test for determining Darex-air-entrain- 
ing agent for portland cement. The 
committee also recommended for imme- 
diate adoption revisions in the specifica- 
tions for portland cement. 

Also presented during the session on 
concrete was a paper by H. A. LaRue, 
University of Missouri, on “Modulus 
of Elasticity of Aggregates and Its Ef- 
fect on Concrete,” which outlined tests 
conducted regarding the durability of 
aggregates in concrete construction. Ac- 
cording to Mr. LaRue, aggregates with 
high moduli of elasticity produce con- 
crete with correspondingly higher 
moduli than do stones which exhibit 
lower values. 


Tests of Concrete 


In discussing the use of the dynamic 
‘modulus of elasticity in predicting the 
28-day flexural strength of concrete, E. 
F, Preece, U. S. Engineer Office, de- 
clared that the so-called sonic analysis 
has been used extensively to measure the 
deterioration of the flexural strength 
of concrete specimens subject to freez- 
ing and thawing, and that it is equally 
useful in determining the increase in 
flexural strength of concrete specimens 
with age. When the dynamic modulus 
at different ages is plotted against the 
respective age in days, the resulting 
curves have a well-defined pattern. Once 
this pattern is determined, it is practical 
to estimate the 28-day dynamic modulus 
within fairly close limits when the speci- 
men is but 10 to 12 days old. This 
estimated value can then be used to de- 
termine the probable 28-day flexural 
strength from the dynamic modulus- 
flexural strength relationship which has 
been shown to be essentially linear in 
character. 

A symposium on procedures for mak- 
ing freezing-and-thawing tests of con- 
crete, sponsored by the Committee on 
Concrete and Concrete Aggregates, af- 
forded an opportunity for round-table 
discussion of the procedures used by dif- 
ferent investigators in evaluating the 
durability of concrete. Following a 
paper by M. O. Withey, University of 
Wisconsin, there were ten short contri- 
butions by leading authorities. Topics 
discussed in detail included principal ob- 
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jectives in making freezing-and-thawing 
tests, test procedures, and methods used 
for evaluating the results of freezing and 
thawing (e. g., sonic methods, length 
changes), 


Bituminous Roofing Materials 


During a session on bituminous ma- 
terials and related subjects, the Commit- 
tee on Bituminous Waterproofing and 
Roofing Materials recommended re- 
visions in the tentative specifications for 
(1) asphalt roofing surfaced with pow- 
dered talc or mica; (2) asphalt roofing 
surfaced with coarse mineral granules; 
and (3) methods of sampling bitu- 
minous materials. Also, revisions for 
immediate adoption were recommended 
in the standard specifications for wide 
selvage asphalt roofing surfaced with 
coarse mineral granules, and in those for 
asphalt siding surfacd with coarse min- 
eral granules. In addition, it was recom- 
mended that the specification for asphalt 
shingles surfaced with coarse mineral 
granules be adopted as standard in place 
of tentative. 

Reporting during a session on non- 
ferrous metals and miscellaneous ma- 
terials, the Committee on Wood, of 
which Dr. Hermann Von Schrenk, con- 
sulting timber engineer, is chairman, re- 
ported that it is either revising or plans 
to revise during the coming year the 
standard specifications for round timber 
piles; structural wood joint and plank, 
beams, stringers, posts and timbers; and 
zinc chloride. The standard methods 


Volute 
Truck Spring 


The Holland volute truck spring is 
designed to provide the soft spring ac- 
tion that was found to be necessary for 
high speeds from the truck tests con- 
ducted by the A. A. R. in 1939. The 
spring has a deflection rate of 4,800 Ib. 
per in., and gives both load-carrying 
and snubbing actions. 

These springs are said to have re- 
tained approximately the same dynamic 
load-carrying capacity and snubbing ac- 
tion after nine months and 134,000 miles 
of service as when new. The test springs 
were applied to tenders, as tender serv- 
ice was considered to be the most vary- 
ing and severe that springs have to 
withstand on railway equipment, due to 
the constantly changing load. 

Application of these springs can be 
made. without any change in existing 
trucks by removing the old springs and 


Volute springs for high-speed service 
have both load-carrying and snubbing 
characteristics 








for testing small clear specimens of tim- 
ber, for testing the specific gravity of 
creosote, and definitions of terms relat- 
ing to timber are receiving similar con- 
sideration. 

Among the papers presented during 
a symposium on fatigue was one by W. 
C. Lewis, Forest Products Laboratory, 
on “Fatigue of Wood and Glued Wood 
Construction,” which stated that an un- 
derstanding of the fatigue behavior of 
wood and glued wood constructions has 
required the development of proper test- 
ing machines and testing procedures. 
Some of the techniques and test methods 
have been perfected and a significant 
number of tests have been made in bend- 
ing, tension parallel to the grain, and 
shear, on specimens of wood, plywood 
and wood with glued joints. Tests to 
date indicate that failures of wood speci- 
mens in fatigue have exactly the same 
appearance as those of corresponding 
specimens tested statically. 

The report of the Committee of Water 
for Industrial Uses was largely a review 
of the activities of the several subcom- 
mittees handling this subject, but this 
report was supplemented by a report by 
the Joint Research Committee on Boiler 
Feedwater Studies. The committee rec- 
ommended new tentative methods for 
testing dissolved oxygen in industrial 
waters; a revision of the tentative test 
for tendency of boiler water to cause 
embrittlement cracking of steel; and re- 
visions for immediate adoption in the 
standard method of reporting results of 
analysis of industrial waters. 


* 


installing the volute springs. New bot- 
tom spring plates are required. Volute 
truck springs are manufactured by the 
Holland Company, 332 S. Michigan Ave- 
nue, Chicago 4. 
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“Agreed Charges” Prove Popular in Britain 


A device whereby economies of dependable patron- 
age of rail service are shared in part by customers 


GREED rates or charges were in- 
augurated in Great Britain in 1934, 
authorized by the Road and Rail Traffic 
Act, 1933, which became effective Janu- 
ary 1, 1934. Under the terms of this 
part of the act! a railway company is 
permitted to make charges for all or any 
part of a trader’s ? merchandise as may 
be agreed upon by him and the railway 
company, subject to requirements which 
will be discussed later, and to the ap- 
proval of the Railway Rates Tribunal. 
Prior to the passage of this act all Brit- 
ish railway rates and charges were made 
up on a point-to-point basis for each 
movement of traffic, either as standard 
rates or “exceptional” rates. 

Standard rates are constructed upon 
a basis of charges which increase as the 
length of haul increases, although not 
necessarily in direct proportion to dis- 
tance. These rates are fixed by the Rail- 
way Rates Tribunal under the provi- 
sions of the Railway Act of 1921 and 
can be changed only by action of the 
Tribunal. 

The exceptional rates correspond ap- 
proximately to exceptions to the classi- 
fication or commodity rates of the Amer- 
ican carriers. In establishing excep- 
tional rates, which are less than the 
standard rates, British railways are re- 
quired by law to insure that the “excep- 
tionals” accord equality of treatment 
under similar conditions to all traders 
interested in the shipment of the com- 
modities covered by such rates. A rail- 
way may not arrange an exceptional rate 
for one trader which would accord him 
undue preference and unduly prejudice 
another shipping the same kind of goods. 
The obligations of British railways, sub- 
ject to the Railways Act, to eschew un- 
just and unreasonable discrimination or 
undue preference or prejudice coincide 
with the obligations of railroads of the 
United States subject to the Interstate 
Commerce Act. 

The British Road and Rail Traffic Act 
of 1933, however, empowers railways to 
make such charges as they see fit by 
agreements or contracts with traders 
who actually pay the transportation 
charges, subject to the conditions and 
approval which will be discussed later. 
The provisions of the Railways Act, 
1921, with respect to equality of treat- 


1Road and Rail Traffic Act, 1933, Part II, 
Sections 37, 38, and 39, 23 and 24. 

his, _of course, is the convenient British 
term, designating either a shipper or a consignee. 
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By G. LLOYD WILSON 


Professor of Transportation and Public 
Utilities, University of Pennsylvania 


ment of, and to preference and prejudice 
to, traders referred to above in connec- 
tion with “exceptional rates” are not ap- 
plicable in connection with these “agreed 
charges.” 


The Basis of Agreed Charges 


In arriving at the basis of the agreed 
charge to be made by agreemeut with 
any trader with respect to any particu- 
lar traffic, a study is made of the traffic 
for a representative period of time. This 
period is selected by the trader and the 
railway as one which will be representa- 
tive of the trader’s normal traffic. This 
study examines the present rates paid 
for transportation by railway and by 
other means of transportation. The re- 
sults of this rate study are used to nego- 
tiate an agreed rate mutually equitable 
and satisfactory to the trader and the 
railway. The agreed rates may be made 
with respect to: 


a. All of the trader’s traffic; 

b. All of his traffic by railway freight service; 

c. Any specified part of the traffic; 

d. All of a trader’s traffic by freight service 
and by passenger train service; or 

e. All of a trader’s traffic by passenger train 
service only. 


Normally, agreed rates are made upon 
a per-ton charge in freight service, and 
a per-package or a per-shipment or per- 
consignment charge in passenger serv- 
ice, although several other bases are 
used. Other such bases include: (1), 
a percentage of the invoice price or 
value of the goods; (2), a per-pack- 
age or per-shipment or consignment ba- 
sis, subject to an average rate per ship- 
ment on an average weight per shipment 
agreed upon by the carrier and trader; 
and (3), a fixed total amount for a 
given period of time. 

In fixing the agreed rates considera- 
tion is given to a number of factors, such 
as the inclusion or exclusion of collec- 
tion and delivery services; the risk of 
loss and damage assumed by the carriers 
or by the traders; and seasonal varia- 
tions in the volume of traffic. 

There is obtained from the traders 
and from the carriers’ freight station 
agents detailed information with respect 





to the nature of the traffic; the types of 
containers used; its points of origin and 
destination; its volume and seasonal var- 
iations; the present charges paid; and 
the services required, such as collection, 
delivery, and rail-head distribution serv- 
ice. Questionnaires are used to develop 
this information as aids in arriving at 
the bases of the agreed charges. One 
form is used for agreed charges in con- 
nection with freight service, a copy of 
the questions being shown in the accom- 
panying tabulation. 

Some of agreed charge arrangements 
in effect in Great Britain provide for 
the carriage of some of the traffic by 
highway. Since the charges by high- 
way service in Great Britain are not 
subject to regulation by the Railway 
Rates Tribunal or any other government 
regulatory body, it is customary to in- 
clude in the agreements a condition obli- 
gating the trader to give his entire vol- 
ume of traffic embraced in the agreement 
to the railway—or to several railways 
if the agreement is made jointly with 
several railways—so that the arrange- 
ments for the road transport are made 
by the railways at the same agreed 
charge which is applicable to both the 
railway and highway service. The rail- 
way uses for these highway services its 
own subsidiary motor carriers or road 
transport companies operating under 
contract with the railways. 

After the unit price or charge is 
agreed upon by the railways and the 
traders, the period of time within which 
the agreements are to remain in force is 
agreed upon. This period is usually 
twelve months, although under the Road 
and Rail Traffic Act agreements can be 
made without restrictions as to the pe- 
riod of time. If the agreements are 
made without time limit, a conditions is 
attached giving either the railway or the 
trader the right to terminate the agree- 
ment upon due notice to the other party. 

After the information contained in the 
questionnaires is considered by the 
freight or passenger manager of the rail- 
way which is considering the negotia- 
tion of an agreement, all pertinent data 
are forwarded to the Railway Clearing 
House at London, in which all British 
railways are represented. The matter 
is referred to a committee of the Clear- 
ing House, comprising accounting and 
traffic officers of the carriers, which de- 
cides upon the amount of the charge and 
the terms and conditions to be incorpor- 
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fication description). 


ticulars ? 


4. (a) Sending Station or Stations. 


defined area. 


All traffic carted by Firm. 


loads). 


able Goods Note. 


articles concerned ? 


to the Agreed Charge? 


or “Paid Home”? 


canal? 


so, give particulars? 


8.°& Dor P:.S.? 





Address. 


Agreed Charges—Goods Questionnaire 





1. Address from which traffic is despatched. = 


2. Is any traffic despatched in the name of other firms which 
is to be included in the Agreed Charge, if so give names 


3. (a) Traffic to be brought under scheme (giving Classi- 


(b) (i) Area to which ‘traffic is at present despatched, 
i. e., Great Britain, England and Wales or a 


(ii) Area to be covered by the Agreed Charge. 


5. How is traffic dealt with at forwarding point, 1. e., 


All traffic carted by Railway Companies. 

Part carted by Firm and part by Railway Companies ; 
if so, is the Firm prepared to leave whole of the 
cartage to Railway Companies? 

Ex Private Siding (name allowance or haulage charge, 
if any; give details particularly for less than truck 


6. (a) Is traffic consigned at C. R., O. R. or on a damage- ‘18. 
If portion at O. R. name the 


(b) What conditions, C. R. or O. R. should be attached 


7. Is traffic consigned “Paid to Station,” “Carriage Paid” 


8. If Agreed Charge required on “per package” basis, what 

are-the weights of the heaviest and lightest packages? 21. Is traffic forwarded to Shows or Exhibitions? If so, 
extra cartage charges and special terminal charges in 
respect of such traffic must be excluded from the par- 
ticulars in the Summary. 


. Is traffic seasonal? If so, give particulars. 


9. Do the senders forward by road, coastwise steamer or 


10. Is there any traffic which the Firm definitely require to » 
be excluded from Agreed Charge arrangement, e. g., ~ 
traffic transported by own motors to a defined area, is 23. Give monthly payments on forwarded traffic for a 12 

months period. 


13. Do the particulars in the Summary include all charges 
to comply with the reply to question 11? 26. General Remarks (to be made overleaf, if necessary). 


rately? 


(b) Does the Firm forward other traffic, if so, give par- 47, (a) (i) What type of consignment note is used, i. e., 
Company’s single entry, multiple entry or trip- 
licate form, or Firm’s own form? 

(ii) Are these consecutively numbered, or Is Firm 
prepared to adopt a consecutively numbered 
form of consignment note in duplicate or trip- 
licate if not already using that method? 

(b) Is the Firm prepared to accept daily totals of weight 

or package only or 

Is the Firm prepared to accept monthly skeleton ac- 

counts, shewing date, pro number of consignment 
note, weight or number of packages, and totals of 
charges calculated at the Agreed figure for the 
accounting period? 

If the firm is not prepared to accept either of these 

methods, state the reason why and what further 
information is required? 


Do Firm forward traffic to Liverpool and or Birkenhead ; 
if so, is the charge for delivery paid by Sender? 


19. Do the particulars in the Summary include Returned 
Empty trafic FORWARDED by the applicant? 


20. To what extent does the Trader forward by Passenger 

Train service (approximate information will suffice) ? 

Is there any Agreed Charge in operation: or being nego- 
tiated for such traffic? 


11. (a) What conditions should be attached to Agreed 24. Months selected as representative for extraction of basis 
Charge, e. g., C. & D., Delivered, &c.? 

(b) What delivery conditions are to be applied to the 
Agreed Charge, i. e., No. 1, 2, 3, 4 or 5? 25. Tnsmnnds team 
12. State on what basis the particulars in the Summary are 
being compiled, e. g. all C. & D. S. to S, C&S, 


particulars. 


14. Do the Firm use Railheads, if so, name them? 
15. Are Railway Containers used? 


16. Is the whole of the traffic forwarded “paid,” if not what 
proportion is consigned “To Pay”? 


Give reasons why traffic is consigned “To Pay” and state 
if Firm is prepared to consign all traffic “paid” in which 
case the “To. Pay” particulars should be collated sepa- 


1. Approximate tonnage by (a) Rail (b) Road. 

2. Description of principal traffics. 

3. Principal points from which received? 

4. If not received by rail, and the Firm is responsible ~ 
for carriage, give reason? 











ated in the agreement. An offer is then 
made, usually through the secretary of 
the Railway Clearing House, to the 
trader. If accepted, a formal agreement 
is drawn up and executed by the trader 
and by the Railway Clearing House on 
behalf of the railway or railways parties 
to the agreement. A copy of a typical 
agreement for an agreed charge is 
shown herewith. 

Within seven days after the consum- 
mation of the formal agreement, it is 
submitted to the Railway Rates Tribunal 
for consideration with an application 
for approval. The Tribunal then di- 


rects that public notice of the proposed 
agreement be given. 


The notice gives 


the particulars with respect to the pro- 
posed arrangement. Copies of the agree- 
ments are deposited at the office of the 
Railway Rates Tribunal and at twelve 
places in Great Britain where the agree- 
ments may be inspected by: the public 
upon request. Copies of the proposed 
agreements, moreover, may be obtained 
at a nominal charge from the lawyers 
who are acting in the railways’ behalf. 

The purpose of requiring that public 
notice be given is to afford any trader, 
who ships goods similar to any of the 
freight covered by the proposed agree- 
ments and who considers his business to 
be detrimentally affected, an opportunity 
to file his objection with the Railway 


Rates Tribunal, or to apply for an agreed 
charge agreement for the transportation 
of his similar goods. The Railway 
Rates Tribunal has jurisdiction in its 
discretion either to refuse to approve 
the agreed charge agreements to which 
objections are filed or to fix a charge 
for the transportation of the objectors’ 
merchandise. The Tribunal may order 
the arrangement for an objecting trader 
whether he ships his goods over the 
same or a different railway from the 
one via which the proposed agreed 
charge arrangement is sought to be made 
applicable, 

After the period for filing objections 
to proposed agreements has expired, the 
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A. DESCRIPTION OF TRAFFIC— 


after called “the said traffic”). 


ABLE— 


Great Britain. 
AGREED CHARGE— 


28 Ib.). 


CHARGE— 


apply to— 





A Typical Agreed Charge Contract 


AGREEMENT made BETWEEN the LONDON AND 2. The Agreed Charge will apply to all the said traffic 
NORTH EASTERN RAILWAY COMPANY, (herein- 
after called “the Company”) AND THE BRITON BRUSH 
CO., LTD., of WYMONDHAM, NORFOLK (hereinafter 
called “the Trader”) for the carriage of merchandise under 
an agreed charge as specified hereunder. 


Brushes ; Bristles ; Fibre; Feather Dusters; Hair; 
Mops; Scourers; Sponge Cloths; Wash Leathers; 


: 4. In the case of any of the said traffic consigned to the 
eee en Isle of Wight, the Orkney and Shetland Islands and 


the Western Islands and Highlands of Scotland, the 
Agreed Charge does not include carriage or delivery 
beyond the Mainland port. 

. The Agreed Charge does not include the special terminal 
or special delivery charges on any of the said traffic 
consigned to Shows or Exhibitions. 


hair; Broom Handles; Advertising Material (herein- 


B. STATIONS AND/OR PLACES WHERE APPLIC- 


From Private Siding at Wymondham and Wymondham 
Goods Station to all Goods Stations and Depots in 6. The Agreed Charge does not include the provision by 
the Company of Containers. 

7. The said traffic will be carried by the Company at Com- 
pany’s Risk subject to the application of the appropriate 
Standard Terms and Conditions of Carriage of Mer- 
chandise by Merchandise Train. 

8. The Trader shall notify the Company of any material 
change in the character of his business or in the char- 
acter of the traffic carried under the Agreed Charge. 


58/0d. per ton (minimum charge per consignment as for 


CONDITIONS ATTACHING TO THE AGREED 


(a) any of the said traffic forwarded to London and 
Norwich in the Trader’s own vehicles. 


(b) any consignment of the said traffic of a less value 
than £5, the carriage charges in respect of which 
are not payable by the Trader and which is 
despatched by the Trader “Carriage Forward”. Date 


cartage areas. 


vw 


1. The Trader undertakes to hand to the Company the 
whole of the said traffic for carriage as provided in 
Paragraph B, provided that this undertaking does not 


OPERATE— 


Ist January, 1937, to 3lst December, 1937. 

THIS AGREEMENT IS SUBJECT TO THE AP- 
PROVAL OF THE RAILWAY RATES TRIBUNAL. 

SIGNED for and on behalf of the above Railway Company, 

Secretary, Railway Clearing House. 

SIGNED for and on behalf of the above Trader, 


carried by the Company other than that which by ex- 
press agreement between the Company and the Trader 
is excluded owing to it being conveyed under an 
agreed charge made by the Company to another trader 
and approved by the Railway Rates Tribunal, and shall 
be paid by the Trader. 

3. The Agreed Charge includes the delivery of the said 
traffic at places where the Companies have cartage 
facilities but only within the ordinary and out-boundary 


PERIOD FOR WHICH AGREED CHARGE IS TO 








Railway Rates Tribunal assigns a date 
for the consideration of the application 
for an agreed charge arrangement. The 
customary period allowed for filing of 
objections is 21 days from the date of 
the publication of the public notice. Ob- 
jecting traders and the public generally 
are privileged to attend the Tribunal’s 
hearings on these applications. The 
hearings are formal. Sworn testimony 
is adduced in support of all statements 
necessary to enable the Tribunal to ar- 
rive at its decision with respect to the 
approval or disapproval of the agreed 
charge applications. Any traders who 
have filed objections to the granting of 
the agreed charge or who have applied 
to the Tribunal for a charge to be fixed 
upon their traffic have the right to be 
heard, and to introduce into the formal 
record of the proceedings evidence to 
support their position. 

Objections or petitions for fixing of 
similar agreed rate agreements may be 
filed also by any representative body of 
traders engaged in the shipping of goods 
similar to those covered by any pro- 
posed agreement. Such representative 
bodies have the same rights, under the 
Road and Rail Traffic Act, 1933, as in- 


Railway Age—Vol. 121, No. 1 


dividual shippers to appear and to be 
heard in support of their objections or 
applications. Provision is made in the 
Road and Rail Traffic Act, 1933, for the 
special protection of the interests of port 
or harbor authorities, and dock compa- 
nies or authorities. The act provides 
that, if any such organization owning or 
operating facilities of this kind has rea- 
son to believe that any agreed charge ar- 
rangement has the effect of placing a 
port, harbor or dock at an undue dis- 
advantage compared with another simi- 
lar facility from or to which traffic may 
be transported by the railways parties 
to the agreement, it may file a complaint 
with the Railway and Canal Commis- 
sioners. This body is given jurisdiction 
to hear the matter and decide the com- 
plaint, ordering, if necessary, that the 
undue disadvantage be removed.? 


Competing with Ocean Shipping 


The Road and Rail Traffic Act, 1933, 
provides for a special procedure to be 
followed whenever agreed charges or 

3 Road and Rail Traffic Act, 1933, Part II, 


Section 37, (10); Railway and Canal Traffic 
Act, 1854, as Amended. Section 2 and Railway 


and Canal Traffic Act, 1888, Section 27. 


exceptional rates are made by railways 
in competition with coastwise shipping 
enterprises. The Act provides that if 
at any time the representation is made 
to the Minister of Transport, by any 
body which, in the opinion of the Board 
of Trade, is representative of the inter- 
ests of the coastwise shipping, that 
agreed charges or exceptional rates of 
railway companies made in competition 
with coastal carriers tend to place the 
coastal carriers at an undue or unfair 
disadvantage, or are inadequate consid- 
ering cost of service, the Minister of 
Transport is directed to consult with the 
Board of Trade. 

If, after such consultation, it appears 
to the Minister of Transport that, prima 
facie, the complaint is one in which the 
national interests should be investigated, 
the matter is referred by the Minister 
of Transport to the Railway Rates Tri- 
bunal for investigation and review. The 
Tribunal is directed to investigate the 
rates, cost of service, and other relevant 
circumstances. Consideration is directed 
to be given to the charges by rail, water, 
highway, or competition of these routes. 
If the’ Tribunal finds that the proposed 
rates are unfair to coastwise carriers or 


NW 








are inadequate, it may order the rates 
canceled or modified so as to avoid these 
defects. 

A shipping panel, consisting of six 
persons nominated by the president of 
the Board of Trade as representatives 
of the interests of the coastwise carriers, 
is provided for in the act. The act 
provides for the addition to the Railway 
Rates Tribunal of one member selected 
by the Minister of Transport from a 
shipping panel.* 

The Railway Rates Tribunal is direct- 
ed by the Road and Rail Traffic Act, 
1933, not to approve an agreed charge if 
the object sought to be attained by the 
arrangement could be secured adequately 
by exceptional rates. All pertinent cir- 
cumstances must be considered in decid- 
ing this question. Consideration must 
be given, specifically, to the effect of the 
proposed agreements upon the net reve- 
nues of the railway companies affected, 
as well as to the business of the traders 
who object to the agreements.® 


Action by Rates Tribunal 


After the applications and objections 
have been duly considered, the Railway 
Rates Tribunal either grants or denies 
the applications, or fixes the basis for 
agreed charges upon request, or permits 
the establishment of an arrangement 
subject to agreed modifications. The 
‘arrangements, as has been stated, may 
be authorized for a fixed period of time 
or for an unlimited period. If an agreed 
change is ordered set up for a trader 
who objects to a proposed agreement 
made for another, the duration of such 
an arrangement cannot be ordered for a 
longer period of time than that for which 
the agreed charges complained of are 
fixed by the Tribunal. 

The protection of the interests of 
traders by the Tribunal is continued 
after agreements have been permitted to 
go into effect. The Act provides that 
at any time after the expiration of one 
year from the date of approval of an 
agreed rate, a trader who believes his 
business has been detrimentally affected 
or a representative body of traders may 
apply to the Tribunal to order the with- 
drawal of the arrangement or to modify 
it as the Tribunal may deem proper and 
the railways and traders affected may 
agree. 

If the Tribunal has fixed a charge for 
the benefit of a trader who has com- 
plained of an agreed charge, he may not 
make application with respect to the 
charge insofar as it relates to the same 
or similar kinds of merchandise covered 
by the agreed charge fixed by the Tri- 
bunal 


Part IT, 


*Road and Rail Traffic Act, 1935 
Section 19 
® hed, Part Il, Seetion 17, «A 








If the Tribunal withdraws its approval 
of an agreed charge or approves one 
subject to modifications, the charges 
fixed for any traders who have com- 
plained of the charge either become in- 
operative or are subject to such modifi- 
cations as the Tribunal fixes.® If exist- 
ing agreements expire and are renewed, 
the approval of the Railway Rates Tri- 
bunal must be sought and obtained. 


Instruction to Railway Agents 


After an agreed charge arrangement 
has been accepted by the parties ap- 
proved by the Railway Rates Tribunal, 
instructions are given by the general of- 
fices of the railway companies to their 
respective agents at stations of origin 
and destination to govern the billing of 
the shipments covered by the agree- 
ments. These instructions are drawn 
up by the accounting departments in 
consultation with the traffic departments 
of the railways. The railway agents are 
informed of the trader with whom each 
agreement has been negotiated, the types 
of traffic covered by the agreed charge, 
the amount of the charge, the area in 
which the agreement is operative, col- 
lection and delivery arrangements, and 
the assumption of the risk of loss or 
damage by carrier or shipper. 

The trader bills the goods on “con- 
signment notes,” corresponding to bills 
of lading, on which are shown the name 
and address of the consignee, the desti- 
nation, description of the goods and the 
weight of the consignment. The rail- 
way’s invoice, or waybill, which accom- 
panies each shipment shows the name 
of the shipper, the name and address of 
the consignee, the destination of the 
shipment, the description of the traffic, 
the weight, and a statement indicating 
whether the agreed charge includes de- 
livery at the railway station at destina- 
tion or cartage or delivery to the con- 
signee’s place of business. These in- 
structions constitute the authority for 
the sending and receiving stations to ac- 
cept shipments upon the basis of agreed 
charges. 

No charges are shown on the rail- 
way’s invoice, and they are not abstract- 
ed or summarized. Monthly statements 
are rendered by the forwarding stations 
to the general offices of the railways. 

A monthly statement of account is 
rendered to the shipper by the originat- 
ing station in which are shown the dates 
of the consignment, the total weight or 
number of packages, and the charge ar- 
rived at by applying the unit rate to the 
unit of shipment—weight or number of 
packages, The charges upon individual 


shipments are not indicated. In the 

agreed rate arrangements applicable to 

passenger train services, special adhesive 
*/bid, Part I1, Section 37, (7) 





labels are attached to each package in 
place of the invoices used in freight 
service. 


Inter-Railway Settlements 


The agreed rate accounts are settled 
between railways handling joint traffic 
under these arrangements by means of 
monthly statements rendered by each 
railway to the Railway Clearing House, 
identifying the shipments and the service 
rendered with respect to each shipment 
by the respective railroads. Settlements 
between the railways are effected in con- 
nection with freight traffic on the same 
basis as the division of revenues at ordi- 
nary rates; and in passenger train serv- 
ice the receipts are divided in bulk on a 
percentage basis agreed upon by the rail- 
ways. Test periods are arranged by the 
accounting and traffic officers of the car- 
riers for the purpose of determining the 
basis for the division of revenues be- 
tween the railways. 

During the period in which agreed 
charge arrangements are in effect the 
railway companies make tests to obtain 
information to determine whether the 
existing charge should be continued af- 
ter the expiration of the original agree- 
ment, or a revision should be made to 
adjust the charge to a more equitable 
basis. In the case of agreements with- 
out expiry dates, tests are necessary to 
determine whether or not a modification 
in the charge is necessary. 

The accounting and traffic officers of 
the carriers decide, after the agreements 
have been negotiated, when the special 
weight invoicing will commence, the test 
period to determine divisions, and the 
periods when tests are to be taken to de- 
termine the adequacy of the agreed 
charge. 

Throughout the first month of an 
agreed charge the shipments are charged 
in the usual manner. Commencing with 
the second month of the arrangement the 
special invoices referred to above, which 
show only the weight of the consign- 
ments or number of packages, are used. 
The invoices, as has been stated, do not 
show either the rates or charges. 

The railways, at intervals, take sample 
tests by calculating the rates which, dur- 
ing the best period, would have been ap- 
plied to the traffic in the absence of an 
agreed rate. This sampling shows wheth- 
er or not there have been material 
changes in the average length of hauls, in 
average weights of shipments, and the 
types of goods shipped. If the tests show 
material changes in the characteristics of 
the traffic, appropriate changes are made 
in the agreed charges, subject to the ap- 
proval of the Railway Rates Tribunal 
which already has been outlined. 

The number of agreed rate arrange- 
ments and the number of traders using 





Railway Age—july 6, 1946 











this method of purchasing transportation 
service serve to show the increased use 
of the arrangements. The increase in 
the percentage relationship of the reve- 
nues derived from agreed rates to total 
revenues from all freight traffic, includ- 
ing all freight train receipts and parcels 
and miscellaneous receipts, points to the 
growing importance of this scheme of 
pricing transportation to the carriers’ 
revenues. ; 

The growth of agreed charges in Great 
Britain since 1934 has been substantial, 
measured by the number of agreements 
in effect, the annual revenue derived 
from the services performed under the 
plan, and the percentage of the revenues 
derived from agreed charges compared 
with the total revenues of British rail- 
ways derived from parcels and merchan- 
dise traffic and merchandise traffic trans- 
ported by goods train. This includes the 
revenues earned from merchandise 
freight and passenger train services but 
excludes the revenues from low-rated 
traffic in Classes 1 to 6, including coal, 
coke, patent fuel and livestock. 

The figures in Table I show that the 
number of agreed charge arrangements 





Table I—Agreed Rate Arrangements in 
Effect in Great Britain 
1934-1944 
Gross Revenue 

Percentage of Re- 
ceipts from Agreed 
Charges of Mer- 
No. of Amt. of chandise Traffic Re- 
End of Agreements Revenue ceipts, Goods, and 
Year in — per Year Passenger Trains 


1934 £1,560,000 3.00% 
1935 298 £2,459,000 4.71% 
1936 527 £3,226,000 5.95% 
1937 667 £3,709,000 6.67% 
1938 920 £4,264,000 8.06% 
1939 972 £5,078,000 Not published 
1940 949 £4,724,000 Not published 
1941 879 £4,036,000 Not published 
1942 815 £3,913,000 Not published 
1943 1,996* £4,589,000 Not published 
1944 2,202t Not yet Not published 
available 


*Including 1,057 “returned empties” agree- 
ments. 

fT Including 1,108 ‘“‘returned empties” agree. 
ments. 

Source: Data supplied by Agreed Charges 
Committee, Railway Clearing House, London, 
1945, supplied to author through Railway Re- 
search Service, letter, September 26, 1945. 





in effect has increased from 184 in 1934 
to 2,202 in 1944, The large increase in 
the number of agreements in effect in 
1943 and 1944 in comparison with years 
prior to that date is due to a change in 
the method of handling “returned empty” 
containers. In order to save clerical ex- 
penses incident to the collection of 
charges, the railways required in 1943 
that “returned empties” would be ac- 
cepted for transportation only if the 
charges were paid at the sending stations 
et the time of shipment. A number of 
traders who used the “returned empty” 
service and who formerly received their 
empty containers on a to-pay or collect 
freight charges basis negotiated agreed 
charges arrangements with the railways 
to cover the transportation of the empty 
containers in cases where they paid for 
the charges at destination. 
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The figures in Table I show that the 
annual revenues from agreed charges in- 
creased from £1,560,000 or 3 per cent of 
the revenues derived from parcel and 
merchandise traffic handled by passenger 
and freight trains to £4,264,000, or in 
1938 over 8 per cent of merchandise traf- 
fic revenues, the latest year for which 
these data have been published by the 
Ministry of Transport. 

Table II shows the number of applica- 
tions made for agreed charge arrange- 
ments, the number of traders involved in 
the arrangements, and the number of ap- 
plications approved by the Railway Rates 
Tribunal. The sharp increase in 1940 





Table II[—Agreed Rates Applications 
Approved by Railway Rates Tri- 
bunal in Great Britain 


1934-1944 
Number of Number of Number 
Applications Applications of Traders 
Year File Approved Involved 
1934 184 148 151 
1935 383 371 330 
1936 567 519 505 
1937 706 707 688 
1938 818 824 774 
1939 547 od 542 
1940 1,432* 1,389* BPS Ss 
1941 507 683 493 
1942 60 588 577 
1943 1,7857 1,785+ 1,6867 
1944 767 737 747 


* Mainly consequent upon increase in railway 
rates May 1, 1940. 

+ Mainly accounted for by 1,037 agreed charges 
in connection with ‘‘returned empty” containers 
consequent to carriage paid order, 1944. 

Source: Data supplied by Agreed Charges Com- 
mittee, Railway Clearing House, London, 1945, 
supplied to author through Railway Research 
Service, letter September 26, 1945. 





in the number of applications made and 
approved and in the traders involved was 
due mainly to the increase in railway 
rates which became effective May 1, 
1940. The increases in 1943 were a 
consequence of the order requiring the 
payment of charges at the shipping 
points on returned empty containers. The 
figures indicate a steady and substantial 
gerowth in the use of agreed charges 
from 1934 to 1944, 

In Woolworth’s Agreed Charge, the 
Railway Rates Tribunal held that under 
the Road and Rail Traffic Act, 1933, the 
railways could properly make an agree- 
ment to carry the whole of a trader’s 
traffic wherever required for a uniform 
charge based upon a percentage of the 
purchase or invoice price of the goods 
shipped. It held that the objection 
that such an agreement would make it 
impossible for competing traders to com- 
pare their own charges with an agreed 
charge on this basis would be equally ap- 
plicable to a charge on a tonnage or 
package rate. The Tribunal stated that: 
“It is not necessary that such an agree- 
ment should contain a provision for lim- 
iting the advantage which may be ex- 
pected to accrue to the trader. A com- 
parison between a rate based on the pur- 
chase price of a certain commodity and a 
rate based on mileage and weight of a 
consignment of the same commodity is 
fallacious. .. . 4 An agreement may be 


approved though it gives liberty to the 
parties to agree (without seeking the ap- 
proval of the Tribunal) for the exclusion 
of certain traffic from the operation of 
the agreement.” 

The agreed charge here approved was 
for the traffic dispatched for sale or use 
to the 513 stores of F. W. Woolworth & 
Co., Ltd., in various places in Great 
Britain, the Channel Islands and the Isle 
of Man from over 2,000 different sup- 
pliers at an agreed charge of 4.25 per 
cent of the purchase price paid by Wool- 
worth for the goods.” 

The agreed charge arrangements ap- 
proved by the Railway Rates Tribunal 
made by the parties in approved form do 
not limit the railway companies to car- 
riage by railroad: In Cheswick Prod- 
ucts Agreed Charge, in 1934, the Rail- 
way Rates Tribunal approved an agree- 
ment of the railways and shippers for the 
carriage of traffic from nine stations in 
London and tin plate from five stations 
in South Wales to Brentford, and empty 
containers from Brentford to these sta- 
tions, which contemplated that the ship- 
per would make his own deliveries by 
motor vehicles within a radius of ap- 
proximately 25 miles, and that the rail- 
ways reserved the right to transport the 
goods themselves by highway services in 
emergencies.® 

In commenting upon the growth of 
agreed charge arrangements, C. E. R. 
Sherrington, secretary of the British 
Railway Research Service, in a letter to 
this writer states: “There is no doubt 
that agreed charges have achieved a con- 
siderable measure of success in this 
country and are popular with rail- 
ways and traders. . . . An indication of 
the growth of agreed charges may be 
gathered from the fact that by the end of 
1937, 522 agreed charges were in opera- 
tion, representing a gross revenue of 
slightly over £4,000,000 ; by March, 1939, 
the number of agreed charges in force 
had risen to 850. In 1942 alone nearly 
600 agreed charges were approved by 
the Railway Rates Tribunal... . 

“By their very nature agreed charges 
are particularly suitable to the higher 
rated traffics passing in small consign- 
ments (l.c.l. freight), and almost all of 
the arrangements are in respect of traf- 
fic of this nature. There is no legal rea- 
son, however, why similar arrangements 
should not be made to cover wagonload 
[i.e., carload] traffic or bulk commodi- 
ties, though in practice, traffic of this na- 
ture is usually adequately provided for 
by exceptional rates of the more normal 


type.’”® 


* Railway Rates Tribunal, (22 Railway, Canal 
and Road Traffic Cases 90), 1934, Sweet and 
Maxwell, Led., London, 1935 

* Railway Rates Tribunal, (14 Railway, Canal 
and Road Traffic Cares 61), 1934, Sweet and 
Maxwell, Ltd., London, 1935 

*Letier C. BE. 8. Sherrington, secretary, Rail 


way Research Service, to the writer dated Lon 
don, May 24, 1945 











tent of portland-cement mortar, and a 
lean mortar bar test as a measure of the 
sulphate resistance of portland cement. 
It also discussed the effects of alkalies in 
portland cement on the durability of con 
crete and on volume changes in, and the 
soundness of, portland cement. This 
committee also submitted several new 
tentative specifications and tests which 
have been accepted, including (1) a 
specification for portland-blast-furnace 
slag cement, (2) a test for determining 
the fineness of portland cement by the 
air-permeability apparatus, and (3) a 
test for determining Darex-air-entrain- 
ing agent for portland cement. The 
committee also recommended for imme 
diate adoption revisions in the specifica 
tions for portland cement. 

Also presented during the session on 
concrete was a paper by H. A. LaRue, 
University of Missouri, on “Modulus 
of Elasticity of Aggregates and Its Ef 
fect on Concrete,” which outlined tests 
conducted regarding the durability of 
aggregates in concrete construction. Ac- 
cording to Mr. LaRue, aggregates with 
high moduli of elasticity produce con 
crete with higher 
moduli than do stones which exhibit 


correspondingly 
lower values. 


Tests of Concrete 


In discussing the use of the dynamic 
modulus of elasticity in predicting the 
28-day flexural strength of concrete, E. 
F. Preece, U. S. Engineer Office, de- 
clared that the so-called sonic analysis 
has been used extensively to measure the 
deterioration of the flexural strength 
of concrete specimens subject to freez- 
ing and thawing, and that it is equally 
useful in determining the increase in 
flexural strength of concrete specimens 
with age. When the dynamic modulus 
at different ages is plotted against the 
respective age in days, the resulting 
curves have a well-defined pattern. Once 
this pattern is determined, it is practical 
to estimate the 28-day dynamic modulus 
within fairly close limits when the speci- 
men is but 10 to 12 days old. This 
estimated value can then be used to de- 
termine the probable 28-day flexural 
strength from the dynamic modulus- 
flexural strength relationship which has 
been shown to be essentially linear in 
character. 

A symposium on procedures for mak- 
ing freezing-and-thawing tests of con- 
crete, sponsored by the Committee on 
Concrete and Concrete Aggregates, af- 
forded an opportunity for round-table 
discussion of the procedures used by dif- 
ferent investigators in evaluating the 
durability of concrete. Following a 
paper by M. O. Withey, University of 
Wisconsin, there were ten short contri- 
butions by leading authorities. Topics 
discussed in detail included principal ob- 





jectives in making freezing-and-thawing 
tests, test procedures, and methods used 
for evaluating the results of freezing and 
thawing (e. g., sonic methods, length 
changes ), 


Bituminous Roofing Materials 


During a session on bituminous ma- 
terials and related subjects, the Commit- 
tee on Bituminous Waterproofing and 
Roofing Materials recommended re- 
visions in the tentative specifications for 
(1) asphalt roofing surfaced with pow- 
dered tale or mica; (2) asphalt roofing 
surfaced with coarse mineral granules; 
and (3) methods of sampling bitu- 
minous materials. Also, revisions for 
immediate adoption were recommended 
in the standard specifications for wide 
selvage asphalt roofing surfaced with 
coarse mineral granules, and in those for 
asphalt siding surfacd with coarse min- 
eral granules. In addition, it was recom- 
mended that the specification for asphalt 
shingles surfaced with coarse mineral 
granules be adopted as standard in place 
of tentative. 

Reporting during a session on non- 
ferrous metals and miscellaneous ma 
terials, the Committee on Wood, of 
which Dr. Hermann Von Schrenk, con- 
sulting timber engineer, is chairman, re- 
ported that it is either revising or plans 
to revise during the coming year the 
standard specifications for round timber 
piles; structural wood joint and plank, 
beams, stringers, posts and timbers ; and 
zinc chloride. The standard methods 


* 


Volute 
Truck Spring 


The Holland volute truck spring is 
designed to provide the soft spring ac- 
tion that was found to be necessary for 
high speeds from the truck tests con- 
ducted by the A. A. R. in 1939, The 
spring has a deflection rate of 4,800 Ib. 
per in., and gives both load-carrying 
and snubbing actions. 

These springs are said to have re- 
tained approximately the same dynamic 
load-carrying capacity and snubbing ac- 
tion after nine months and 134,000 miles 
of service as when new. The test springs 
were applied to tenders, as tender serv- 
ice was considered to be the most vary- 
ing and severe that springs have to 
withstand on railway equipment, due to 
the constantly changing load. 

Application of these springs can be 
made without any change in existing 
trucks by removing the old springs and 


Volute springs for high-speed service 
have both load-carrying and snubbing 
characteristics 


for testing small clear specimens of tim- 
ber, for testing the specific gravity of 
creosote, and definitions of terms relat- 
ing to timber are receiving similar con- 
sideration, 

Among the papers presented during 
a symposium on fatigue was one by W. 
C. Lewis, Forest Products Laboratory, 
on “Fatigue of Wood and Glued Wood 
Construction,” which stated that an un- 
derstanding of the fatigue behavior of 
wood and glued wood constructions has 
required the development of proper test- 
ing machines and testing procedures. 
Some of the techniques and test methods 
have been perfected and a significant 
number of tests have been made in bend- 
ing, tension parallel to the grain, and 
shear, on specimens of wood, plywood 
and wood with glued joints. Tests to 
date indicate that failures of wood speci- 
mens in fatigue have exactly the same 
appearance as those of corresponding 
specimens tested statically. 

The report of the Committee of Water 
for Industrial Uses was largely a review 
of the activities of the several subcom- 
mittees handling this subject, but this 
report was supplemented by a report by 
the Joint Research Committee on Boiler 
Feedwater Studies. The committee rec- 
ommended new tentative methods for 
testing dissolved oxygen in industrial 
waters; a revision of the tentative test 
for tendency of boiler water to cause 
embrittlement cracking of steel; and re- 
visions for immediate adoption in the 
standard method of reporting results ot 
analysis of industrial waters. 


* 


installing the volute springs. New bot- 
tom spring plates are required. Volute 
truck springs are manufactured by the 
Holland Company, 332 S. Michigan Ave- 
nue, Chicago 4. 








Railway Age—July 6, 1946 











“Agreed Charges” Prove Popular in Britain 


A device whereby economies of dependable patron- 


age of rail service are shared in part by customers 


GREED rates or charges were in- 

augurated in Great Britain in 1934, 
authorized by the Road and Rail Traffic 
Act, 1933, which became effective Janu- 
ary 1, 1934. Under the terms of this 
part of the act! a railway company is 
permitted to make charges for all or any 
part of a trader’s ? merchandise as may 
be agreed upon by him and the railway 
company, subject to requirements which 
will be discussed later, and to the ap- 
proval of the Railway Rates Tribunal. 
Priors to the passage of this act all Brit- 
ish rai!way rates and charges were made 
up on a point-to-point basis for each 
movement of traffic, either as standard 
rates or “exceptional” rates. 

Standard rates are constructed upon 
a basis of charges which increase as the 
length of haul increases, although not 
necessarily in direct. proportion to dis- 
tance. These rates are fixed by the Rail- 
way Rates Tribunal under the provi- 
sions of the Railway Act of 1921 and 
can be changed only by action of the 
Tribunal. 

The exceptional rates correspond ap- 
proximately to exceptions to the classi- 
fication or commodity rates of the Amer- 
ican carriers. In establishing excep- 
tional rates, which are less than the 
standard rates, British railways are re- 
quired by law to insure that the “excep- 
tionals” accord equality of treatment 
under similar conditions to all traders 
interested in the shipment of the com- 
modities covered by such rates. A rail- 
way may not arrange an exceptional rate 
for one trader which would accord him 
undue preference and unduly prejudice 
another shipping the same kind of goods. 
The obligations of British railways, sub- 
ject to the Railways Act, to eschew un- 
just and unreasonable discrimination or 
undue preference or prejudice coincide 
with the obligations of railroads of the 
United States subject to the Interstate 
Commerce Act. 

The British Road and Rail Traffic Act 
of 1933, however, empowers railways to 
make such charges as they see fit by 
agreements or contracts with traders 
who actually pay the transportation 
charges, subject to the conditions and 
approval which will be discussed later. 
The provisions of the Railways Act, 
1921, with respect to equality of treat- 


1 Road and Rail Traffic Act, 1933, Part II, 
Sections 37, 38, and 39, 23 and 24. 

2This, of course, is the convenient British 
term, designating either a shipper or a consignee. 
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ment of, and to preference and prejudice 
to, traders referred to above in connec- 
tion with “exceptional rates” are not ap- 
plicable in connection with these “agreed 


, 


charges.’ 


The Basis of Agreed Charges 


In arriving at the basis of the agreed 
charge to be made by agreemeut with 
any trader with respect to any particu 
lar traffic, a study is made of the traffic 
for a representative period of time. This 
period is selected by the trader and the 
railway as one which will be representa- 
tive of the trader’s normal traffic. This 
study examines the present raies paid 
for transportation by railway and by 
other means of transportation. The re 
sults of this rate study are used to nego 
tiate an agreed rate mutually equitable 
and satisfactory to the trader and the 
railway. The agreed rates may be made 
with respect to: 

a. All of the trader’s traffic; 

b. All of his trafic by railway freight service; 

c, Any specified part of the traffic; 

d. All of a trader’s traffic by freight service 
and by passenger train service; or 

e. All of a trader’s traffic by passenger trait 
service eats 

Normally, agreed rates are made upon 
a per-ton charge in freight service, and 
a per-package or a per-shipment or per- 
consignment charge in passenger serv 
ice, although several other bases are 
used. Other such bases include: (1), 
a percentage of the invoice price or 
value of the goods; (2), a per-pack- 
age or per-shipment or consignment ba- 
sis, subject to an average rate per ship- 
ment on an average weight per shipment 
agreed upon by the carrier and trader; 
and (3), a tixed total amount for a 
given period of time. 

In fixing the agreed rates considera- 
tion is given to a number of factors, such 
as the inclusion or exclusion of collec- 
tion and delivery services; the risk of 
loss and damage assumed by the carriers 
or by the traders; and seasonal varia- 
tions in the volume of traffic. 

There is obtained from the traders 
and from the carriers’ freight station 
agents detailed information with respect 


to the nature of the traffic; the types of 
containers used; its points of origin and 
destination ; its volume and seasonal var- 
iations; the present charges paid; and 
the services required, such as collection, 
delivery, and rail-head distribution serv- 
ice. Questionnaires are used to develop 
this information as aids in arriving at 
he bases of the agreed charges. One 
form is used for agreed charges in con- 
nection with freight service, a copy of 
the questions being shown in the accom- 
anying tabulation. 

Some of agreed charge arrangements 
in effect in Great Britain provide for 
the carriage of some of the traffic by 
highway. Since the charges by high- 
way service in Great Britain are not 
subject to regulation by the Railway 
Rates Tribunal or any other government 


+ 


to in- 


1) 
i 


regulatory body, it is customary 
clude in the agreements a condition obli- 
gating the trader to give his entire vol- 
ume of traffic embraced in the agreement 
to the railway—or to several railways 
if the agreement is made jointly with 
several railways—so that the arrange- 
ments for the road transport are made 
by the railways at the same agreed 
charge which is applicable to both the 
railway and highway service. The rail- 
way uses for these highway services its 
own subsidiary motor carriers or road 
transport companies operating under 
contract with the railways. 

\fter the unit price or charge is 
agreed upon by the railways and the 
traders, the period of time within which 
the agreements are to remain in force is 
agreed upon. This period is usually 
twelve months, although under the Road 
and Rail Traffic Act agreements can be 
made without restrictions as to the pe- 
riod of time. If the agreements are 
made without time limit, a conditions is 
attached giving either the railway or the 
trader the right to terminate the agree- 
ment upon due notice to the other party. 

After the information contained in the 
questionnaires is considered by the 
freight or passenger inanager of the rail- 
way which is considering the negotia- 
tion of an agreement, all pertinent data 
are forwarded to the Railway Clearing 
House at London, in which all British 
railways are represented. The matter 
is referred to a committee of the Clear- 
ing House, comprising accounting and 
traffic officers of the carriers, which de- 
cides upon the amount of the charge and 
the terms and conditions to be incorpor- 






































Firm. \ddress. 





1. Address from which traffic is despatched. 


2. Is any traffic despatched in the name of other firms which 
is to be included in the Agreed Charge, if so give names 
and addresses? 


we 


(a) Traffic to be brought under scheme (giving Classi- 
fication description). 

(b) Does the Firm forward other traffic, if so, give par- 
ticulars? 


4. (a) Sending Station or Stations. 

(b) (i) Area to which traffic is at present despatched, 
i. e., Great Britain, England and Wales or a 
defined area. 

(ii) Area to be covered by the Agreed Charge. 


5. How is traffic dealt with at forwarding point, i. e., 

All traffic carted by Firm. 

All traffic carted by Railway Companies. 

Part carted by Firm and part by Railway Companies ; 
if so, is the Firm prepared to leave whole of the 
cartage to Railway Companies? 

Ex Private Siding (name allowance or haulage charge, 
if any; give details particularly for less than truck 
loads). 


6. (a) Is traffic consigned at C. R., O. R. or on a damage- 
able Goods Note. If portion at O. R. name the 
articles concerned? 

(b) What conditions, C. R. or O. R. should be attached 
to the Agreed Charge? 


. Is traffic consigned “Paid to Station,” “Carriage Paid” 
or “Paid Home”? 


“I 


8. If Agreed Charge required on “per package” basis, what 
are the weights of the heaviest and lightest packages? 


9. Do the senders forward by road, coastwise steamer or 
canal? 


10. Is there any traffic which the Firm definitely require to 
be excluded from Agreed Charge arrangement, e. g., 
traffic transported by own motors to a defined area, is 
so, give particulars? 

11. (a) What conditions should be attached to Agreed 

Charge, e. g., C. & D., Delivered, &c.? 
(b) What delivery conditions are to be applied to the 
Agreed Charge, i. e., No. 1, 2, 3, 4 or 5? 


12. State on what basis the particulars in the Summary are 
being compiled, e. g., all C. & D., S. to S&S, C. & S., 
S. & D., or P. S.? 


13. Do the particulars in the Summary include all charges 
to comply with the reply to question 11? 





Agreed Charges-—G 


oods Questionnaire 
14. Do the Firm use Railheads, if so, name them? 


15. Are Railway Containers used? 


16. Is the whole of the traffic forwarded “paid,” if not what 
proportion is consigned “To Pay”? 


Give reasons why traffic is consigned “To Pay” and state 
if Firm is prepared to consign all traffic “paid” in which 
case the “To Pay” particulars should be collated sepa- 
rately? 


17. (a) (i) What type of consignment note is used, i. e., 
Company’s single entry, multiple entry or trip- 
licate form, or Firm’s own form? 

(ii) Are these consecutively numbered, or Is Firm 
prepared to adopt a consecutively numbered 
form of consignment note in duplicate or trip- 
licate if not already using that method? 

(b) Is the Firm prepared to accept daily totals of weight 
or package only or 

Is the Firm prepared to accept monthly skeleton ac- 

counts, shewing date, pro number of consignment 
note, weight or number of packages, and totals of 
charges calculated at the Agreed figure for the 
accounting period? 

If the firm is not prepared to accept either of these 

methods, state the reason why and what further 
information is required? 


18. Do Firm forward traffic to Liverpool and or Birkenhead ; 
if so, is the charge for delivery paid by Sender? 


19. Do the particulars in the Summary include Returned 
Empty trafic FORWARDED by the applicant? 


20. To what extent does the Trader forward by Passenger 

Train service (approximate information will suffice) ? 

Is there any Agreed Charge in operation or being nego- 
tiated for such traffic? 


21. Is traffic forwarded to Shows or Exhibitions? If so, 
extra cartage charges and special terminal charges in 
respect of such traffic must be excluded from the par- 
ticulars in the Summary. 


22. Is traffic seasonal? If so, give particulars. 


23. Give monthly payments on forwarded traffic for a 12 
months period. 


24. Months selected as representative for extraction of basis 
particulars. 


25. Inwards traffic 
1. Approximate tonnage by (a) Rail (b) Road. 
2. Description of principal traffics. 
3. Principal points from which received? 
4. If not received by rail, and the Firm is responsible 
for carriage, give reason? 


26. General Remarks (to be made overleaf, if necessary). 





ated in the agreement. An offer is then 


the particulars with respect to the pro- 





Rates Tribunal, or to apply for an agreed 


made, usually through the secretary of 
the Railway Clearing House, to the 
trader. If accepted, a formal agreement 
is drawn up and executed by the trader 
and by the Railway Clearing House on 
behalf of the railway or railways parties 
to the agreement. A copy of a typical 
agreement for an agreed charge is 
shown herewith. 

Within seven days after the consum- 
mation. of the formal agreement, it is 
submitted to the Railway Rates Tribunal 
for consideration with an application 
for approval. The Tribunal then di 
rects that public notice of the proposed 
agreement be given. The notice gives 


posed arrangement. Copies of the agree- 
ments are deposited at the office of the 
Railway Rates Tribunal and at twelve 
places in Great Britain where the agree- 
ments may be inspected by the public 
upon request. Copies of the proposed 
agreements, moreover, may be obtained 
at a nominal charge from the lawyers 
who are acting in the railways’ behalf. 

The purpose of requiring that public 
notice be given is to afford any trader, 
who ships goods similar to any of the 
freight covered by the proposed agree- 
ments and who considers his business to 
be detrimentally affected, an opportunity 
to file his objection with the Railway 


charge agreement for the transportation 
of his similar goods. The Railway 
Rates Tribunal has jurisdiction in its 
discretion either to refuse to approve 
the agreed charge agreements to which 
objections are filed or to fix a charge 
for the transportation of the objectors’ 
merchandise. The Tribunal may order 
the arrangement for an objecting trader 
whether he ships his goods over the 
same or a different railway from the 
one via which the proposed agreed 
charge arrangement is sought to be made 
applicable, 

After the period for filing objections 
to proposed agreements has expired, the 
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A Typical Agreed Charge Contract 


AGREEMENT made BETWEEN the LONDON AND 
NORTH EASTERN RAILWAY COMPANY, (herein- 
after called “the Company”) AND THE BRITON BRUSH 
CO., LTD., of WYMONDHAM, NORFOLK (hereinafter 
called “the Trader”) for the carriage of merchandise under 
an agreed charge as specified hereunder. 


A. DESCRIPTION OF TRAFFIC— 

Brushes; Bristles; Fibre; Feather Dusters; Hair; 
Mops; Scourers; Sponge Cloths; Wash Leathers; 
Broom and Brush Heads and Blocks, wooden without 

hair; Broom Handles; Advertising Material (herein- 
after called “the said traffic”). 


B. STATIONS AND/OR PLACES WHERE APPLIC- 
ABLE— 
From Private Siding at Wymondham and Wymondham 
Goods Station to all Goods Stations and Depots in 
Great Britain. 


AGREED CHARGE— 


58/0d. per ton (minimum charge per consignment as for 


28 Ib.) 


CONDITIONS ATTACHING TO THE AGREED 
CHARGE— 

1. The Trader undertakes to hand to the Company the 
whole of the said traffic for carriage as provided in 
Paragraph B, provided that this undertaking does not 
apply to— 

(a) any of the said traffic forwarded to London and 
Norwich in the Trader’s own vehicles. 

(b) any consignment of the said traffic of a less value 
than £5, the carriage charges in respect of which 


2. The Agreed Charge will apply to all the said traffic 
carried by the Company other than that which by ex- 
press agreement between the Company and the Trader 
is excluded owing to it being conveyed under an 
agreed charge made by the Company to another trader 
and approved by the Railway Rates Tribunal, and shall 
be paid by the Trader. 

3. The Agreed Charge includes the delivery of the said 
traffic at places where the Companies have cartage 
facilities but only within the ordinary and out-boundary 
cartage areas. 

4. In the case of any of the said traffic consigned to the 
Isle of Wight, the Orkney and Shetland Islands and 
the Western Islands and Highlands of Scotland, the 
Agreed Charge does not include carriage or delivery 
beyond the Mainland port. 

. The Agreed Charge does not include the special terminal 
or special delivery charges on any of the said traffic 
consigned to Shows or Exhibitions. 

6. The Agreed Charge does not include the provision by 

the Company of Containers. 

7. The said traffic will be carried by the Company at Com- 
pany’s Risk subject to the application of the appropriate 
Standard Terms and Conditions of Carriage of Mer- 
chandise by Merchandise Train. 

8. The Trader shall notify the Company of any material 
change in the character of his business or in the char- 
acter of the traffic carried under the Agreed Charge. 


wa 


PERIOD FOR WHICH AGREED CHARGE IS TO 
OPERATE— 
Ist January, 1937, to 3lst December, 1937. 
THIS AGREEMENT IS SUBJECT TO THE Aj- 
PROVAL OF THE RAILWAY RATES TRIBUNAL. 
SIGNED for and on behalf of the above Railway Company, 
Secretary, Railway Clearing House. 








are not payable by the Trader and which is 
despatched by the Trader “Carriage Forward”. Date 


SIGNED for and on behalf of the above Trader, 








Railway Rates Tribunal assigns a date 
for the consideration of the application 
for an agreed charge arrangement. The 
customary period allowed for filing of 
objections is 21 days from the date of 
the publication of the public notice. Ob- 
jecting traders and the public generally 
are privileged to attend the Tribunal’s 
hearings on these applications. The 
hearings are formal. Sworn testimony 
is adduced in support of all statements 
necessary to enable the Tribunal to ar- 
rive at its decision with respect to the 
approval or disapproval of the agreed 
charge applications. -Any traders who 
have filed objections to the granting of 
the agreed charge or who have applied 
to the Tribunal for a charge to be fixed 
upon their traffic have the right to be 
heard, and to introduce into the formal 
record of the proceedings evidence to 
support their position. 

Objections or petitions for fixing of 
similar agreed rate agreements miay be 
filed also by any representative body of 
traders engaged in the shipping of goods 
similar to those covered by any pro- 
posed agreement. Such representative 
bodies have the same rights, under the 
Road and Rail Traffic Act, 1933, as in- 
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dividual shippers to appear and to be 
heard in support of their objections or 
applications. Provision is made in the 
Road and Rail Traffic Act, 1933, for the 
special protection of the interests of port 
or harbor authorities, and dock compa- 
nies or authorities. The act provides 
that, if any such organization owning or 
operating facilities of this kind has rea- 
son to believe that any agreed charge ar 
rangement has the effect of placing a 
port, harbour or dock at an undue dis- 
advantage compared with another simi- 
lar facility from or to which traffic may 
be transported by the railways parties 
to the agreement, it may file a complaint 
with the Railway and Canal Commis- 
sioners. This body is given jurisdiction 
to hear the matter and decide the com- 
plaint, ordering, if necessary, that the 
undue disadvantage be removed.® 


Competing with Ocean Shipping 


The Road and Rail Traffic Act, 1933, 
provides for a special procedure to be 
followed whenever agreed charges or 

Road and Rail Traffic Act, 1933, Part IT, 
Section 37, (10); Railway and Canal Traffic 


Act, 1854, as Amended. Section 2 and Railway 
and Canal Traffic Act, 1888, Section 27. 


exceptional rates are made by railways 
in competition with coastwise shipping 
enterprises. The Act provides that if 
at any time the representation is made 
to the Minister of Transport, by any 
body which, in the opinion of the Board 
of Trade, is representative of the inter- 
ests of the coastwise shipping, that 
agreed charges or exceptional rates of 
railway companies made in competition 
with coastal carriers tend to place the 
coastal carriers at an undue or unfair 
disadvantage, or are inadequate consid- 
ering cost of service, the Minister of 
Transport is directed to consult with the 
Board of Trade. 

If, after such consultation, it appears 
to the Minister of Transport that, prima 
facie, the complaint is one in which the 
national interests should be investigated, 
the matter is referred by the Minister 
of Transport to the Railway Rates Tri- 
bunal for investigation and review. The 
Tribunal is directed to investigate the 
rates, cost of service, and other relevant 
circumstances. Consideration is directed 
to be given to the charges.by rail, water, 
highway, or competition of these routes. 
If the Tribunal finds that the proposed 
rates are unfair to coastwise carriers or 
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are inadequate, it may order the rates 
canceled or modified so as to avoid these 
defects. 

A shipping panel, consisting of six 
persons nominated by the president of 
the Board of Trade as representatives 
of the interests of the coastwise carriers, 
is provided for in the act. The act 
provides for the addition to the Railway 
Rates Tribunal of one member selected 
by the Minister of Transport from a 
shipping panel.* 

The Railway Rates Tribunal is direct- 
ed by the Road and Rail Traffic Act, 
1933, not to approve an agreed charge if 
the object sought to be attained by the 
arrangement could be secured adequately 
by exceptional rates. All pertinent cir- 
cumstances must be considered in decid- 
ing this question. Consideration must 
be given, specifically, to the effect of the 
proposed agreements upon the net reve- 
nues of the railway companies affected, 
as well as to the business of the traders 
who object to the agreements.® 


Action by Rates Tribunal 


After the applications and objections 
have been duly considered, the Railway 
Rates Tribunal either grants or denies 
the applications, or fixes the basis for 
agreed charges upon request, or permits 
the establishment of an arrangement 
subject to agreed modifications. The 
arrangements, as has been stated, may 
be authorized for a fixed period of time 
or for an unlimited period. If an agreed 
change is ordered set up for a trader 
who objects to a proposed agreement 
made for another, the duration of such 
an arrangement cannot be ordered for a 
longer period of time than that for which 
the agreed charges complained of are 
fixed by the Tribunal. 

The protection of the interests of 
traders by the Tribunal is continued 
after agreements have been permitted to 
go into effect. The Act provides that 
at any time after the expiration of one 
year from the date of approval of an 
agreed rate, a trader who believes his 
business has been detrimentally affected 
or a representative body of traders may 
apply to the Tribunal to order the with- 
drawal of the arrangement or to modify 
it as the Tribunal may deem proper and 
the railways and traders affected may 
agree, 

If the Tribunal has fixed a charge for 
the benefit of a trader who has com- 
plained of an agreed charge, he may not 
make application with respect to the 
charge insofar as it relates to the same 
or similar kinds of merchandise covered 
by the agreed charge fixed by the Tri- 
bunal. 





*Road and Rail Traffic Act, 1933, Part IT, 
Section 39 
5 Ibid, Part II, Section 37, (8). 
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If the Tribunal withdraws its approval 
of an agreed charge or approves one 
subject to modifications, the charges 
fixed for any traders who have com- 
plained of the charge either become in- 
operative or are subject to such modifi- 
cations as the Tribunal fixes.® If exist- 
ing agreements expire and are renewed, 
the approval of the Railway Rates Tri- 
bunal must be sought and obtained. 


Instruction to Railway Agents 


After an agreed charge arrangement 
has been accepted by the parties ap- 
proved by the Railway Rates Tribunal, 
instructions are given by the general of- 
fices of the railway companies to their 
respective agents at stations of origin 
and destination to govern the billing of 
the shipments covered by the agree- 
ments. These instructions are drawn 
up by the accounting departments in 
consultation with the traffic departments 
of the railways. The railway agents are 
informed of the trader with whom each 
agreement has been negotiated, the types 
of traffic covered by the agreed charge, 
the amount of the charge, the area in 
which the agreement is operative, col- 
lection and delivery arrangements, and 
the assumption of the risk of loss or 
damage by carrier or shipper. 

The trader bills the goods on “con- 
signment notes,” corresponding to bills 
of lading, on which are shown the name 
and address of the consignee, the desti- 
nation, description of the goods and the 
weight of the consignment. The rail- 
way’s invoice, or waybill, which accom- 
panies each shipment shows the name 
of the shipper, the name and address of 
the consignee, the destination of the 
shipment, the description of the traffic, 
the weight, and a statement indicating 
whether the agreed charge includes de- 
livery at the railway station at destina- 
tion or cartage or delivery to the con- 
signee’s place of business. These in- 
structions constitute the authority for 
the sending and receiving stations to ac- 
cept shipments upon the basis of agreed 
charges. 

No charges are shown on the rail- 
way’s invoice, and they are not abstract- 
ed or summarized. Monthly statements 
are rendered by the forwarding stations 
to the general offices of the railways. 

A monthly statement of account is 
rendered to the shipper by the originat- 
ing station in which are shown the dates 
of the consignment, ‘he total weight or 
number of packages, and the charge ar- 
rived at by applying the unit rate to the 
unit of shipment—weight or number of 
packages, The charges upon individual 
shipments are not indicated. In the 
agreed rate arrangements applicable to 
passenger train services, special adhesive 


"6 Ibid, Part II, Section 37, (7). 








labels are attached to each package in 
place of the invoices used in freight 
service. 


Inter-Railway Settlements 


The agreed rate accounts are settled 
between railways handling joint traffic 
under these arrangements by means of 
monthly statements rendered by each 
railway to the Railway Clearing House, 
identifying the shipments and the service 
rendered with respect to each shipment 
by the respective railroads. Settlements 
between the railways are effected in con- 
nection with freight traffic on the same 
basis as the division of revenues at ordi- 
nary rates; and in passenger train serv- 
ice the receipts are divided in bulk on a 
percentage basis agreed upon by the rail- 
ways. Test periods are arranged by the 
accounting and traffic officers of the car- 
riers for the purpose of determining the 
basis for the division of revenues be- 
tween the railways. 

During the period in which agreed 
charge arrangements are in effect the 
railway companies make tests to obtain 
information to determine whether the 
existing charge should be continued af- 
ter the expiration of the original agree- 
ment, or a revision should be made to 
adjust the charge to a more equitable 
basis. In the case of agreements with- 
out expiry dates, tests are necessary to 
determine whether or not a modification 
in the charge is necessary. 

The accounting and traffic officers of 
the carriers decide, after the agreements 
have been negotiated, when the special 
weight invoicing will commence, the test 
period to determine divisions, and the 
periods when tests are to be taken to de- 
termine the adequacy of the agreed 
charge. 

Throughout the first month of an 
agreed charge the shipments are charged 
in the usual manner. Commencing with 
the second month of the arrangement the 
special invoices referred to above, which 
show only the weight of the consign- 
ments or number of packages, are used. 
The invoices, as has been stated, do not 
show either the rates or charges. 

The railways, at intervals, take sample 
tests by calculating the rates which, dur- 
ing the best period, would have been ap- 
plied to the traffic in the absence of an 
agreed rate. This sampling shows wheth- 
er or not there have been material 
changes in the average length of hauls, in 
average weights of shipments, and the 
types of goods shipped. If the tests show 
material changes in the characteristics of 
the traffic, appropriate changes are made 
in the agreed charges, subject to the ap- 
proval of the Railway Rates Tribunal 
which already has been outlined. 

The number of agreed rate arrange- 
ments and the number of traders using 
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this method of purchasing transportation 
service serve to show the increased use 
of the arrangements. The increase in 
the percentage relationship of the reve- 
nues derived from agreed rates to total 
revenues from all freight traffic, includ- 
ing all freight train receipts and parcels 
and miscellaneous receipts, points to the 
growing importance of this scheme of 
pricing transportation to the carriers’ 
revenues. 

The growth of agreed charges in Great 
Britain since 1934 has been substantial, 
measured by the number of agreements 
in effect, the annual revenue de: ived 
from the services performed under the 
plan, and the percentage of the revenues 
derived from agreed charges compared 
with the total revenues of British rail- 
ways derived from parcels and merchan- 
dise traffic and merchandise traffic trans- 
ported by goods train. This includes the 
revenues earned from merchandise 
freight and passenger train services but 
excludes the revenues from low-rated 
traffic in Classes 1 to 6, including coal, 
coke, patent fuel and livestock. 

The figures in Table I show that the 
number of agreed charge arrangements 





Table I—Agreed Rate Arrangements in 
Effect in Great Britain 
1934-1944 


Gross Revenue 


Percentage of Re- 

ceipts from Agreed 

harges of Mer- 

No. of Amt. of chandise Traffic Re- 

End of Agreements Revenue  ceipts, Goods, and 

Year in Effect per Year Passenger Trains 
oy 


1934 184 £1,560,000 3.00% 
1935 298 £2,459,000 4.71% 
1936 $27 £3,226,000 5.95% 
1937 667 £3,709,000 6.67% 
1938 920 £4,264,000 8.06% 
1939 972 £5,078,008 Not published 
1940 949 £4,724,000 Not published 
1941 879 £4,036,000 Not published 
1942 815 £ 3,913,000 Not published 
1943 1,996* £4,589,000 Not published 
1944 2,202t Not yet Not published 
available 


“Including 1,057 “returned empties” agree- 
ments. 

t Including 1,108 “returned empties” agree- 
ments. 

Source: Data supplied by Agreed Charges 
Committee, Railway Clearing House, London, 
1945, supplied to. author through Railway Re- 
search Service, letter, September 26, 1945. 





in effect has increased from 184 in 1934 
to 2,202 in 1944. The large increase in 
the number of agreements in effect in 
1943 and 1944 in comparison with years 
prior to that date is due to a change in 
the method of handling “returned empty” 
containers. In order to save clerical ex- 
penses incident to the collection of 
charges, the railways required in 1943 
that “returned empties” would be ac- 
cepted for transportation only if the 
charges were paid at the sending stations 
at the time of shipment. A number of 
traders who used the “returned empty” 
service and who formerly received their 
empty containers on a to-pay or collect 
fréight charges basis negotiated agreed 
charges arrangements with the railways 
to cover the transportation of the empty 
containers in cases where they paid for 
the charges at destination. 
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The figures in Table I show that the 
annual revenues from agreed charges in- 
creased from £1,560,000 or 3 per cent of 
the revenues derived from parcel and 
merchandise traffic handled by passenger 
and freight trains to £4,264,000, or in 
1938 over 8 per cent of merchandise traf- 
fic revenues, the latest year for which 
these data have been published by the 
Ministry of Transport. 

Table II shows the number of applica- 
tions made for agreed charge arrange- 
ments, the number of traders involved in 
the arrangements, and the number of ap- 
plications approved by the Railway Rates 
Tribunal. The sharp increase in 1940 





Table Il1—Agreed Rates Applications 
Approved by Railway Rates Tri- 
bunal in Great Britain 


1934-1944 
Number of Number of Number 
Applications Applications of Traders 

Year ile Approved Involved 
1934 184 148 151 
1935 383 371 330 
1936 547 519 595 
1937 706 707 688 
1938 818 824 774 
1939 547 449 542 
1940 1,432* 1,389* 1,358* 
1941 507 683 493 
1942 604 588 577 
1943 1,785t 1,785+¢ 1,686T 
1944 767 737 747 


* Mainly consequent upon increase in railway 
rates May 1, 1940. 

+t Mainly accounted for by 1,037 agreed charges 
in connection with “returned empty” containers 
consequent to carriave paid order, 1944. 

Source: Data sunplied by Agreed Charges Com- 
mittee, Railway Clearing Heuse, London, 1945, 
supplied to author through Railway Research 
Service, letter September 26, 1945. 











in the number of applications made and 
approved and in the traders involved was 
due mainly to the increase in railway 
rates which became effective May 1, 
1940. The increases in 1943 were a 
consequence of the order requiring the 
payment of charges at the shipping 
points on returned empty containers. The 
figures indicate a steady and substantial 
growth in the use of agreed charges 
from 1934 to 1944. 

In Woolworth’s Agreed Charge, the 
Railway Rates Tribunal held that under 
the Road and Rail Traffic Act, 1933, the 
railways could properly make an agree- 
ment to carry the whole of a trader’s 
traffic wherever required for a uniform 
charge based upon a percentage of the 
purchase or invoice price of the goods 
shipped. It held that the objection 
that such an agreement would make it 
impossible for competing traders to com- 
pare their own charges with an agreed 
charge on this basis would be equally ap- 
plicable to a charge on a tonnage or 
package rate. The Tribunal stated that: 
“Tt is not necessary that such an agree- 
ment should contain a provision for lim- 
iting the advantage which may be ex- 
pected to accrue to the trader. A com- 
parison between a rate based on the pur- 
chase price of a certain commodity and a 
rate based on mileage and weight of a 
consignment of the same commodity is 
fallacious. ... An agreement may be 


approved though it gives liberty to the 
parties to agree (without seeking the ap- 
proval of the Tribunal) for the exclusion 
of certain traffic from the operation of 
the agreement.” 

The agreed charge here approved was 
for the traffic dispatched for sale or use 
to the 513 stores of F. W. Woolworth & 
Co., Ltd. in various places in Great 
Britain, the Channel Islands and the Isle 
of Man from over 2,000 different sup- 
pliers at an agreed charge of 4.25 per 
cent of the purchase price paid by Wool- 
worth for the goods.’ 

The agreed charge arrangements ap- 
proved by the Railway Rates Tribunal 
made by the parties in approved form do 
not limit the railway companies to car- 
riage by railroad. In Cheswick Prod- 
ucts Agreed Charge, in 1934, the Rail- 
way Rates Tribunal approved an agree- 
ment of the railways and shippers for the 
carriage of traffic from nine stations in 
London and tin plate from five stations 
in South Wales to Brentford, and empty 
containers from Brentford to these sta- 
tions, which contemplated that the ship- 
per would make his own deliveries by 
motor vehicles within a radius of ap- 
proximately 25 miles, and that the rail- 
ways reserved the right to transport the 
goods themselves by highway services in 
emergencies.® 

In commenting upon the growth of 
agreed charge arrangements, C. E. R. 
Sherrington, secretary of the British 
Railway Research Service, in a letter to 
this writer states: “There is no doubt 
that agreed charges have achieved a con- 
siderable measure of success in this 
country and are popular with rail- 
ways and traders. . . . An indication of 
the growth of agreed charges may be 
gathered from the fact that by the end of 
1937, 522 agreed charges were in opera- 
tion, representing a gross revenue of 
slightly over £4,000,000 ; by March, 1939, 
the number of agreed charges in force 
had risen to 850. In 1942 alone nearly 
600 agreed charges were approved by 
the Railway Rates Tribunal... . 

“By their very nature agreed charges 
are particularly suitable to the higher 
rated traffics passing in small consign- 
ments (l.c.l. freight), and almost all of 
the arrangements are in respect of traf- 
fic of this nature. There is no legal rea- 
son, however, why similar arrangements 
should not be made to cover wagonload 
fi.e., carload] traffic or bulk commodi- 
ties, though in practice, traffic of this na- 
ture is usually adequately provided for 
by exceptional rates of the more normal 
type.’”® 


7 Railway Rates Tribunal, (22 Railway, Canal 
and Road Traffic Cases 90), 1934, Sweet and 
Maxwell, Ltd., London, 1935. 

8 Railway Rates Tribunal, (22 Railway, Canal 
and Road Traffic Cases 61), 1934, Sweet and 
Maxwell, Ltd., London, 1935. 

* Letter C. E. R. Sherrington, secretary, Rail- 
way Research Service, to the writer dated Lon- 
don, May 24, 1945, 
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The teletypewriter switchboard in the Chicago office 


Teletypewriter Switching Network 


Installed on Pennsylvania 


Novel system includes switchboards in 13 cities which 
are interconnected by trunks to permit direct work- 
ing, thus eliminating the delays occasioned by repeating 


HE Pennsylvania has a program to 

provide through _ teletypewriter 
switching service between 13 termi- 
nals, the most recent project being to 
convert “GF” office in Chicago from 
a relay message office to a _ teletype- 
writer switching center. Other switch- 
ing centers are at New York, Phila- 
delphia, Baltrmore, Harrisburg, Al- 
toona, Buffalo, Pittsburgh, Cleveland, 
Columbus, Toledo, Cincinnati and In- 
dianapolis. The teletypewriter switch- 
boards in these offices are manually oper- 
ated and, by means of cord circuits, di- 
rect communication is made possible be- 
tween 270 teletypewriters located in 182 
offices on the Pennsylvania System, a to- 
tal average of 200,000 messages and re- 
ports being handled daily. 

This system of using switching cen- 
ters for interconnecting teletypewriters 
so extensively is new in railroad prac- 
tice. The teletypewriter system not only 
handles ordinary messages but provides 
information concerning important freight 
and passenger train movements as well 
as the consist of trains. These reports 
are invaluable to all departments in the 
efficient handling of railroad traffic, and 
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permit giving the public prompt infor- 
mation and service. 

In the Chicago office, for example, 
each incoming trunk circuit and each 
teletype machine that terminates there 
is equipped with individual line termi- 
nals with corresponding jacks and lamps 
in the switchboard to permit signaling 
and setting up connections. The man in 
charge of the switchboard uses his tele- 
typewriter machine to receive requests 
for connections to be established or to re- 
quest connections through trunks to the 
men in charge of similar teletypewriter 
switchboards in the 12 other cities. 

The teletypewriter switching facilities 
permit the sending of messages directly 
from point of origin to one or more des- 
tination offices simultaneously, thus elim- 
inating delays incident to messenger 
service, manual relay and repeated trans- 
missions. For example, if an operator 
in Chicago has several messages to be 
sent to Philadelphia, he informs the man 
in charge of the switchboard, who ar- 
ranges for a connection to be established 
through to Philadelphia. The Philadel- 
phia operator sets up conference connec- 
tions and advises the Chicago office to go 





ahead. Then the messages are sent di- 
rectly to teletypewriter receiving ma- 
chines at that destination. 

The teletypewriter equipment at all the 
offices is geared for operation at 60 
words per minute. Because of other du- 
ties which may interfere with the con- 
tinuity of operation, train consists from 
outlying yard offices are received on a 
reperforator in the Chicago office, and 
then sent by tape transmission at the 
rate of 60 words per minute to all ad- 
dresses. This practice permits full-time 
utilization of the trunks. 

The promptness with which messages 
can be handled in this system depends on 
the number of trunk line circuits avail- 
able between the offices in the 13 cities. 
The Pennsylvania owns 33,700 miles of 
teletypewriter circuits, of which 7,700 
are physical and 26,000 are superim- 
posed. Additional trunks can be leased 
if needed to handle increased message 
traffic. Alternate routes are available 
for use when the trunks on the direct 
route are busy or in trouble. 

The new teletypewriter switching cen- 
ter office in Chicago is equipped with 
fluorescent lighting, soundproofing, Ve- 
netian blinds and an air-conditioning 
unit which filters the air as well as main- 
tains the temperature and humidity with- 
in desired limits. These improvements 
have resulted in higher employee effi- 
ciency as well as fewer failures of equip- 
ment due to the reduction of dirt and 
dust particles in the air. ; 

This new teletypewriter switching cen- 
ter in Chicago, as well as similar centers 
in the other cities, was engineered and 
installed by Pennsylvania personnel, 
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Erection System 


The Saxe welded erection system, 
which has been used satisfactorily in the 
construction of many buildings since its 
development more than 10 years ago, has 
been further improved to simplify the 
erection and lower the erection costs of 
welded steel-frame structures, according 
to J. H. Williams & Co., Buffalo, N. Y. 
Tt is said that during the war this system 
helped save steel, reduced fabrication and 
erection costs, and greatly speeded up the 
work in many instances. 

The Saxe welded erection system em 
ploys the “hook-and-eye” principle, using 
drop-forged steel erection seats and clips 
to locate and hold steel members firmly 
in place for welding. The seats and 
clips are made from selected forging 
stock, furnished to S. A. E.-1020 specifi- 
cations, and are shop-welded to the mem- 
bers, where they assure positive assem- 
bly. Individual connections will support 
loads up to 20,000 Ib. or more, and for 
heavier loads they can be used in dupli- 
cate or triplicate. 


Drop-End Balancer 


To enable one man to close the heavi 
est drop ends without special tools, the 
Wine Railway Appliance Company, To- 
ledo 9, Ohio, has developed a drop end 
balancer for installation on any type of 
gondola car. 

Torsion bars located within a heavy 
enclosure on the bottom of the drop end 
make easy lifting possible. The bars 
are anchored to the center of the drop 
end by a casting, and extend outward to 
both sides through the enclosure and 
hinge castings. Hinged trunnions riv- 
eted to the car body anchor the torsion 
bars on the outer ends. As the drop end 
is lowered, the torsion bar anchor in the 
center turns the middle of the torsion 
bar while the outer ends are held sta- 
tionary. When the drop end reaches a 
horizontal position the torsion bars are 
at maximum load and thereby lessen the 
initial effort required to raise the drop 
end. In the closed position, there is 
enough tension remaining in the bars to 
retain the drop end in its vertical posi- 
tion, thus eliminating danger of the end 
accidentally dropping on the operator 
while being secured. 

The enclosure containing the torsion 
bars is adaptable to any design of drop 
end; the bottom portion of the old end 
is removed and the new enclosure weld- 
ed in place. This enclosure replaces the 
lower flange of the present drop end and 
protects the bars from the lading and the 
weather. It is made with a round bot- 
tom so that any accumulation of foreign 
matter will not interfere with the proper 
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This beam, with a Saxe clip welded to it, 
is being lowered inio position to engage 
a Saxe seat, welded to a column 


operation of the drop end. The round 
bottom prevents lever action and the 
subsequent difficulty in securing the locks 
which would result if the ends had been 
forced out of position by lever action. 


Emulsion for 
Wate rp roofing 


It is reported by the Socony-Vacuum 
Oil Company, New York, that leakage 
through the outside walls of brick and 
stucco buildings can be prevented by the 
application of a transparent waterproof- 
ing wax emulsion, known as S/V Cere- 
mul W, which is said to possess a num- 
ber of advantages. The emulsion is di- 
luted in one or two parts of water, 
depending upon the porosity of the sur- 
face to which it is to be applied, and is 
put on with a brush. Only one applica- 
tion is required, but application is prefer- 











Top: The drop end on a gondola car equipped with the Wine Drop End Balancer— 
Bottom: Torsion bars showing center casting, hinge castings, and trunnion castings 
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able in warm weather so that rapid dry- 
ing will result. 

Among the advantages claimed for 
S/V Ceremul W are that it breaks down 
slowly and does not gum up the applica- 
tor, and that it produces a long-lasting 
weather-proofing that is not re-emulsi- 
fied by rain, affected by heat or cold, or 
cracked by vibration. Coatings applied 
more than seven years ago are said to be 
still successfully resisting the effects of 
dampness and rain. Furthermore, ac- 
cording to controlled tests conducted by 
the Bureau of Standards, the emulsion 
coating demonstrated its effectiveness 
under conditions far more severe than 
those generally encountered. 


Insulating 


Window Unit 


Development of a new type, efficient, 
double-glazed insulating 
known as Twindow, for industrial, busi 
ness, commercial, and special uses, has 
been announced by the Pittsburgh Plate 
Glass Company, Pittsburgh, Pa. 
dows are integral insulating units of two 
or more plates of glass enclosing ™% in. 
or % in. of hermetically-sealed air space. 
One of the revolutionary features of 
Twindow is the use of hollow aluminum 
tubing to separate and hold the glass 
plates in position, The entire unit is 
framed with light-gage stainless steel 
channels, with the channel legs extending 
¥% in. inward on the surface of the glass 
to give maximum protection. 

It is said that the Twindow virtually 
prevents condensation and, because of its 
efficiency as a thermal unit, permits the 


window unit, 


Twin 











A cut-away, sectional view of a Twin- 
dow insulating unit 


o 
use of larger windows with reduced heat- 
ing and air-conditioning costs. The her- 
metically-sealed dead air in the space 
between the plates of glass is held at at- 
mospheric pressure, and is dehydrated 
by means of a drying agent within the 
aluminum spacer tubing, which is said 
to provide added insurance against the 
slightest vapor diffusion, even under ab- 
normal atmospheric conditions. 

Clear, polished plate glass is used in 
the standard Twindow units, but they 
can be fabricated with special glasses to 
meet practically all needs. For exam- 
ple, special units can be made of Solex 
heat-absorbing glass and plate glass, 


Ce 


This truss, of the new Lank-Teco construction, car- 
ried 24% times its design load when tested to tailure 





which are particularly adaptable where 
the direct rays of the sun pose a problem. 
Where an extremely high degree of im- 
pact resistance is desired, a unit employ- 
ing Herculite heat-tempered glass can 
be furnished, a type of glass with ap- 
proximately four times the impact 
strength of plate. Many other combina- 
tions of special glasses can be furnished 
in Twindow units, including polished 
wire, heavy plate, figured ornamental, 
sandblasted, blue and flesh-tinted, and 
Pennvernon window glass. It is said that 
units can be installed with minimum 
difficulty in steel, wood, or special sash. 


Lank-Teco Truss 


The Timber Engineering Company, 
Washington, D. C., has announced a new 
type of timber truss which is claimed to 
be the most economical truss for its span 
and load-carrying capacity that has yet 
been designed. Known as the Lank-Teco 
truss, because of its development by E. S. 
Lank, it is a combination pitched-flat type 
truss embodying both the Teco truss de- 
sign and the “rod-and-block” type, using 
steel rods for tension members in the web 
system. 

Comparing it with a conventional 
Pratt truss having the same span and 
loading, the Lank-Teco truss is claimed 
to require only half the lumber and hard- 
ware, to weigh half as much, to entail 
half the amount of fabrication, and to 
have less than half the deflection under 
load. This economy of design is said to 
be accomplished by the arrangement em- 
ployed for the truss members, the use of 
lapped splices, and the use of the new 
Teco standard double-bevel split rings. 
The truss members are reported to be so 
arranged that they are fully utilized and, 
in places of high stress, are so disposed 
that four adjacent faces of the intersect- 
ing members can be utilized for the place- 
ment of connectors. Lapped splices are 
said to result in reduced hardware re- 
quirements and less truss deflection. 

A test was conducted at the testing 
laboratory of the Timber Engineering 
Company with a 50-ft. Lank-Teco truss 
designed to carry a load of 40 Ib. per sq. 
ft. over a 16-ft. spacing. This truss, 
which was provided with a camber of 2 
in. in the bottom chord, carried the full 
design load for more than six months 
with a total deflection of one inch. The 
truss was then tested to failure and, at 
twice the design load, the deflection was 
two inches. Failure occurred at 2% 

times the design load by a shearing out at 
the splice in the bottom cord. 

It is pointed out that a truss design 
of this type should be well-suited for sup- 
porting the roofs of warehouses, freight- 
houses, equipment sheds, garages, and 
similar structures where unobstructed 
areas are desirable. 
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COMMUNICATIONS 


Wants Window Spacing 
to Match Seat Spacing 


Bronx, N. Y. 
To THE Eprtor: 

In a copy of the Railway Age dated Jan- 
uary 12, 1946, is an article, “Symposium on 
Passenger Car Design,” which I read with 
interest, especially the section, “Seat Spac- 
ing” (page 149). 

I have ridden several times in de luxe 
chair cars on both the New York Central 
and the Milwaukee roads. The seats are 
comfortable and I have no criticism of the 
spacing of the seats—and I am 6 ft. 1 in. 
I do not like the way the seats are related 
to the large windows now in vogue. The 
car designer and the seat spacer show no 
correlation in that too many of the seats 
do not have a direct window outlook. This 
is important to travelers like myself and 
wife, who want to see everything possible 
and who found great discomfort in having 
to incline the seat to look out back of the 
window division or to lean forward to see 
out ahead of the window division. Natur- 
ally, the seats located so as to give a good 
view are occupied first and those delayed 
in getting in one of these newer type 
coaches get the less desirable ones. My 
idea is that there should be worked out a 
seating arrangement whereby all seats will 
be desirable—and I am writing to you be- 
lieving that your influence would be help- 
ful, for soon there will be new and a plen- 
tiful number of modern cars and a traveling 
public eager to see all of America possible. 


Ear.e T. SorRENSEN 


Maintenance Officers 
Are Alert and Cooperative 


Loutsvitie, Ky. 
To THE Epitor: 

Your editorial in the June 1 issue of 
Railway Age, based on the comments of 
two railway supply men criticizing railroad 
maintenance of way men: 

What you brought out in your editorial 
as coming from these supply men sounds 
very much like what I have heard from 
certain supply men who are attempting to 
sell equipment that our maintenance men do 
not consider practical; in other words, 
which increases the cost of doing work 
over the way we are doing it at present. 

I have never found railway maintenance 
men reluctant to adopt new equipment when 
such equipment will enable them to per- 
form more and better work at less cost. 
However, we do not rush in to purchase 
equipment that some supply men attempt 
to crowd down our throats, when from ac- 
tual experience we find that such equipment 
is not practical. 

I have been in close touch with railway 
maintenance and with manufacturers of 
maintenance of way equipment for the past 
25 years, and during that time it has been 
my experience that railway maintenance 
men are continually behind the supply men 
to develop and furnish them proper equip- 
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Left to right: T/3 James Fryat, assistant roundhouse foreman (machinist, T. & P.); 
T/Sgt. Andrew Hopkins, roundhouse foreman (assistant roundhouse foreman, 
C. & O.); Kun Yung, Mr. Bock, Korean Railroad roundhouse foreman; T/3 Haroid 
A. Lakey, assistant roundhouse foreman (machinist, S. A. L.); interpreter 


ment to carry on their work. A good ex- 
ample of this is the grouting machine for 
the pressure grouting of soft track. When 
we first started doing this work we were 
unable to locate any machine on the market 
and had to make one in our own shops. 
Most of the improvements on other equip- 
ment, including motor cars, have come 
from users on the railroad lines rather than 
from the manufacturers. 

I challenge the statement made by the 
two supply men, as brought out in your edi- 
torial, and would welcome an opportunity to 
discuss it with them personally. I believe 
you should give the maintenance of way 
officials a chance to present their side be- 
fore condemning them editorially. 

L. S. ApAms 


Assistant Chief Engineer 
Louisville & Nashville 


Railroading in Korea 
Fusan, Korea 
To Tue Eprror: 

I was sent over here with the 770th 
Railway Operating Battalion and am a 
foreman on the Korean State Railroad. 
Capt. Edward J. Bluto, train dispatcher, 
New York Central, is battalion commander. 
mander. 

This railroad is standard gage and left- 
hand operated. Stations are approximately 
eight miles apart and only one train at a 
time can enter between stations. The op- 
erators control manual semaphore signals 
at each cabin. Ninety-pound rail is used. 
One big mistake they make is not stagger- 
ing their rail joints; the joints couple up 
opposite each other. They have good road- 
bed and excellent tunnels and bridges. 

There are four classes of locomotives 
here that were actually made in America. 
Our shop is operating 18 trains a day 
(24 hr.). Last month we moved 78,000 
tons of coal along with other traffic, and 
passenger trains operated to carry return- 
ing Korean families from Japan. Kun 
Yung (Mr. Bock) is the engine master 
of this shop and 77 miles of division, The 
enginehouse controls locomotives on the 


road as well as their maintenance and re- 
pair. 

All enginemen must come up from labor- 
er, helper, mechanic, fireman, second class 
engineer and first class engineer; it takes 
about five years to learn to be an engineer. 
Three firemen and two enginemen are car- 
ried in an engine crew. 

They have the best passenger equipment 
in the Orient. The first-class cars are like 
our standard Pullmans of about five years 
ago. They are really.swell. The trains 
cover a 77-mile division in 2 hr. 33 min. 
The average length of a freight train is 25 
cars. 

We have just put on a streamline train, 
copied from the “City of Miami” — all 
orange. It is a first-class train hauled by a 
modern Pacific engine, and its name is the 
“Korean Liberator.” It makes a 276-mile 
trip from Seoul to Fusan in 9 hr. 40 min. 
We change engines two times. 

We are all working to help these people 
improve their system and they appreciate 
it very much and I am glad that I have 
had an opportunity to help them. They 
are a truly good people. What they need 
is education, which has been denied them 
for many years. 

ANpREW HopkKINS 


Generous Words 
From Col. Johnson 


Wasuincton, D. C. 
To THE EprTor: 

I want to thank you sincerely for the 
cooperation and support your organization 
gave this office during the recent trans- 
portation emergency, in disseminating the 
information to the far corners of the United 
States. 

Because of the nature of the emergency, 
we were up against a serious problem in 
getting the text of the various orders to 
the shipping public. Your organization as 
always played a very important part in 
making this quick coverage possible. 

J. M. JoHNSON, prrecrtor 
Office of Defense Transportation 
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Increased Loadings 
in 3rd Quarter Seen 


Shipper boards expect traffic 
to be above last year’s in 
22 of 30 groups 


Freight car loadings in the third quarter 
of 1946 are expected to be 2.7 per cent above 
those in the same period in 1945, according 
to estimates by the 13 Shippers Advisory 
Boards. 

On the basis of those estimates, loadings 
of the 30 principal commodities will be 
7,986,492 cars in the third quarter, compared 
with 7,773,308 actual car loadings for the 
same commodities in the corresponding pe- 
riod last year. Ten of the 13 boards esti- 
mate an increase in loadings for the third 
quarter compared with the same period in 
1945 and three estimate decreases. 

The tabulation below shows actual ioad- 
ings for each district in the third quarter 
of 1945, the estimated loadings for the third 
quarter of 1946, and the percentage of in- 
crease or decrease. 


Shippers’ Advisory 
Board 


New England . ; . 98,252 
Atlantic: States . ; 0}. 710,562 
Allegheny he + és one ke See 
Ohio ; See ieaghticc ata ‘an : . 970,113 
Southeastern ye cote ae b nit oe 772,398 
Great Lakes baie foals oe 540,828 
Central Western eat ; ; 320,458 
Mid-West Bask woos ; te 934,669 
Northwest a a ey eee ; 801,724 
Trans-Missouri-Kansas ss 440,455 
Southwest ..... Bye ; 549,804 
Pacific Coast . ~ 346,401 
Pacific Northwest 242,417 
Total ae ide 7,773,308 
The 13 boards expect an increase in the 


third quarter compared with last year 
in the loading of 22 of the commodities 
listed, and a decrease in 8. Among those 
showing the greatest increases are the fol- 
lowing: Automobiles and trucks, 112.1 per 
cent ; cement, 47.7 per cent; agricultural im- 
plements and vehicles other than automo- 
biles, 20.7 per cent; brick and clay products, 
20.2 per cent; fresh vegetables other than 
potatoes, 13.5 per cent; lime and plaster, 
12.9 per cent; gravel, sand and stone, 12.7 
per cent; paper, paperboard and prepared 
roofing, 11.5 per cent; cottonseed and prod- 
ucts, except oil, 9.4 per cent; cotton, 8.8 per 
cent; fertilizers of all kinds, 6.9 per cent: 
potatoes, 6.8 per cent; ore and concentrates, 
5.7 per cent; iron and steel, 4.7 per cent; 
other metals, 5.8 per cent ; canned food prod- 
ucts, 4.5 per cent; and coal and coke, 3.6 
per cent. 

Commodities for which decreases are esti- 
mated and the amount of the decrease in- 
clude the following: hay, straw and alfalfa, 
21.2 per cent; chemicals and explosives, 20.1 
per cent; grain, 16.8 per cent; flour, meal, 
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ActualLoadings 
Third Quarter 1945 





Business Papers to Change 
Trim Size 

As a result of recommendations 
adopted at the May meeting in Hot 
Springs, Va., of the Associated Busi- 
ness Papers, and accepted at the June 
meeting in Atlantic City, N. J., of the 
National Industrial Advertisers As- 
sociation, the standard trim size of 
business magazines has been fixed at 
814 in. by 11% in. This change will 
become effective for the Railway 
and other periodicals published by tue 
Simmons-Boardman Publishing Cor- 
poration with the September num- 
bers. There will be no change in the 
dimensions of the type page. 











and other mill products, 13.4 per cent ; petro- 
leum and petroleum products, 12.8 per cent; 
citrus fruits, 11.3 per cent; livestock, 5.2 per 
cent; and poultry and dairy products, 1.8 
per cent. 





Estimated Loadings Per cent 
Third Quarter 1946 Increase 
110,957 12.9 
782,946 10,3 
1,096,533 4.9 
973,062 0.3 
816,188 5.7 
607,729 12.4 
293.567 8.4 d. 
975,866 4.4 
783,096 2.3 d. 
441,293 0.2 
469,745 14.6 d. 
379,429 9.5 
256,081 5.6 
7,986,492 2.7 





P. M. Streamliners to Commence 
Operations This Month 


The Pere Marquette’s new Diesel-pow- 
ered, 7-car streamliners will be placed in 
operation late this month on a 2-hr., 40 min., 
schedule over the 148 miles between Detroit, 
Mich., and Grand Rapids, according to an 
announcement by R. J. Bowman, president 
of the road. 

Each of the two new trains, to be 
named the “Pere Marquette,” will make 
three single trips daily except Sunday and 
a single round-trip on Sunday, providing 
three weekday trips in each direction and 
two Sunday trips, in lieu of the two week- 
day steam schedules and one Sunday sched- 
ule each way now being operated. 

Each of the trains, which are being built 
at the Chicago plant of the Pullman-Stand- 
ard Car Manufacturing Company, will con- 
sists of mail car, baggage car, three coaches, 
dining-lounge car, and an observation- 
lounge coach, 


European Express 
Service Resumed 


Military transportation report 
indicates railroad progress 
in U. S. German zone 


Restoration of passenger train service 
over pre-war routes between Paris and 
Vienna, via the “Orient Express,” and be- 
tween Paris and Prague is noted in the 
latest monthly transportation report of the 
military governor of the U. S. Zone of 
Occupation in Germany. Service also was 
inaugurated on the Munich-Kassel and the 
Frankfurt-Hamburg runs. 

According to the report, further increases 
in the number of passenger trains for Ger- 
man civilians were not possible during 
April because of the coal shortage. How- 
ever, cars for German civilians were added 
to a new U. S. military train between 
Frankfurt and Stuttgart, although cars on 
another train operating between Frankfurt- 
am-Main and Wesermuende were with- 
drawn. Military train service between Mu- 
nich and Rome also was discontinued on 
April 20. 

The report shows that a total of 5,146 
trains, including 3,069 passenger, 1,826 
freight and 251 miscellaneous, were oper- 
ated daily in the U. S. zone during April, 
an increase of 218 a day over the previous 
month, A total of 92,836 trains were oper- 
ated during March, as compared with 80,- 
139 in February. 

Fares Increased—“On April 1,” the 
report continues, “a rise in fares was put 
into effect consisting of 100 per cent on 
normal traffic and 50 per cent on certain 
monthly, weekly and miscellaneous catego- 
ries. In spite of this action, passenger 
trafic remained heavy, and at Easter there 
was congestion on long distance runs. 
Trains during the month were overcrowded 
and repeatedly’ passengers were left. A 
large amount of baggage, belonging mainly 
to refugees and repatriated passengers, was 
handled. Express traffic was heavy at the 
beginning of the period, food being the 
main item. In order to avoid shifting of 
less-than-carload trafic to express, con- 
signments were confined to top priority 
shipments. During the partial embargo on 
express shipments, goods were repeatedly 
shipped as baggage.” 

In its discussion of freight service, the 
report discloses that starting July 1 expe- 
dited freight connections between Weser- 
muende and southern Germany, a route 
used to transport fish, were to become ef- 
fective. Transit service between Denmark 
and Switzerland commenced in early April. 

“U. S. supply, U. N. R. R. A. and coal 
traffic continued heavy, especially during 
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the second half of the month,” the report 
points out. “Empty car traffic to the Ruhr 
area and the Bremen Enclave greatly 
strained operations and locomotive service, 
and at some places operations were adverse- 
ly affected by the high number of foreign 
bad-order-car trains made up for return to 
their proper countries. 

“Car supply was satisfactory for the oc- 
cupational forces, but not for civilian traf- 
fic,” the report continued. “Cars were 
usually available for inland coal and trans- 
shipment freight, but there was a disparity 
of about 45 per cent between car require- 
ments for other priority goods and the 
supply. . . . The situation in box cars has 
been particularly critical, with shortages 
for civilian traffic constantly over 50 per 
cent. Unfilled car orders have mounted, 
mainly because of the steady decrease in 
the number of cars on hand and delays at 
terminals.” 

The report adds that of the 13,278 aver- 
age number of cars required per work day 
during April, 7,612 were spotted. Of the 
5,899 average number of cars under demur- 
rage per work day, 4,788 were U. S. A., 
536 civilian traffic and 575 railway service 
freight traffic. 

A decline in serviceable freight and pas- 
senger equipment during April also is indi- 
cated in the report. Of 13,405 passenger 
cars, 5,571 German and 230 foreign units 
were serviceable, a decrease of 393 cars 
under the previous month, while a decrease 
of 3,831 serviceable freight cars also was 
reported. On the other hand, an increase 
of 58 serviceable locomotives is noted. Of 
the 2,719 serviceable locomotives in April, 
2,715 were German. 

Shop output of locomotives also increased 
during April, when 388 were repaired, as 
compared to 377 in the previous month. De- 
creases of 4.1 per cent and 15.4 per cent 
occurred in the turnout of freight and pas- 
senger cars, respectively. 


Manpower Troubles—Turning to de- 
nazification of employees, the report claims 
that although approximately 54 per cent 
of its employees have been subjected to the 
denazification program, the Reichsbahn has 
continued to handle the business offered for 
movement in a_ satisfactory manner and 
“should continue to do so.” A total of 
194,044 persons were employed as of April 
30, an increase of 1,902 over March. 

“In March it was necessary temporarily 
to curtail operations on some of the less 
important lines, particularly in the eastern 
districts where the program had the heavi- 
est effect,” the report said. “These lines 
were operated with a reduced force, and the 
surplus manpower was shifted to the major 
lines. Men also were reassigned in order 
to achieve the most efficient use of available 
manpower, and by the latter part of April, 
24-hour service was restored on the more 
necessary lines, particularly to Czecho- 
slovakia. 

“Finding proper men for Reichsbahn 
work has not been as easy as it would have 
seemed at the outset. There are too many 
employees who have no previous knowledge 
of railroading and consequently are unable 
to take skilled positions on short notice. 
The pressure of business upon Reichsbahn 
officials and older employees makes it dif- 
ficult for them to devote much time to train- 
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ing new men. Training is being given, but 
it is hampered badly by lack of facilities for 
conducting classes. This problem is being 
overcome, however, and enough capable 
employees will be trained to take over the 
openings now existing.” 


Freight Car Loadings 


Carloading figures for the week ended 
June 29 were not available as this issue went 
to press. 

Loading of revenue freight for the week 
ended June 22 totaled 858,437 cars, and the 
summary for that week, as compiled by the 
Car Service Division, A. A. R., follows: 


Revenue Freight Car Loadings 
For the Week Ended Saturday, June 22 


District 1946 1945 1944 
Eastern ..... 166,878 161,179 161,124 
Allegheny 180,640 191,405 193,822 
Pocahontas 65,065 52,659 54,501 
Southern : 128,801 124,055 121,083 
Northwestern 118,430 133,171 134,947 
Central Western 131,295 140,922 139,068 
Southwestern 67,390 73,312 75,766 


Total Western 
Districts 317,113 347,405 349,781 





Total All Roads 858,437 876,703 880,311 

Commodities: 
Grain and grain 

products 45,328 56,873 53,333 
Livestock 12,277 13,522 14,57 
Coal 179,629 171,612 174,206 
Coke 12,141 13,282 15,036 
Forest products 48,680 45,124 47,636 
Ore 62,373 74,623 82,088 
Merchandisel.c.1. 128,331 106,928 103,811 
Miscellaneous 369,678 394,739 389,631 
June 22 858,437 876,703 880,311 
July 15 867,918 873,522 877,493 
une 8 830,126 834,658 873,174 
une 1 626,885 837,886 810,698 


May 25 571,574 882,753 868,821 


Cumulative Total, os 


25 weeks 18,336,544 20,384,599 20,387,991 


In Canada.—Carloadings for the week 
ended June 22 totaled 71,096 cars as com 
pared with 69,208 cars for the previous week 
and 74,445 cars for the corresponding week 
last year, according to the compilation of 
the Dominion Bureau of Statistics. 


Revenue Total Cars 
Cars Ree’d from 


Totals for Canada: Loaded Connections 
June 22, 1946 71,096 36,011 
June 23, 1945 74,445 37,345 


Cumulative Totals for Canada: 


June 22, 1946 1,662,435 847,20 
June 23, 1945 1,699,041 926,17 


B. & O. Urges Employees To Get 
Posted on Its Problems 


_ Explaining that “a recent impartial na- 
tionwide survey conducted by outside ex- 
perts” has disclosed that many railway em- 
ployees are not well informed concerning 
the importance of railroad revenue to em- 
ployment and wages, R. B. White, president 
of the Baltimore & Ohio, has asked that 
road’s employees to get acquainted with its 
business and financial situation, if they are 
not, and to suggest topics about which they 
may need more adequate and exact informa- 
tion has included with the letter a leaflet 
entitled, “Do You Know Your B. & O.?” 

Six questions are set forth in the B. & 
QO. leaflet, which is so folded that a flap 
covers the answers, leaving the employee 
to “guess”: (1) How many cents of each 
dollar of income was paid in wages in 
1945; (2) how many cents of each dollar 
of income remained after expenses to be 


put back into the property; (3) how many 
cents of each dollar taken in was paid to 
stockholders ; (4) the proper order, by size 
of payments, of interest, wages and taxes; 
5) the amount invested in the road’s phy- 
sical property for each job (a choice of 
three amounts, $5,000, $10,000 and $20,000 
was offered) ; and (6) in which year, 1944 
or 1945, the road made more money. 

Urging employees to write to him for 
further information about the company’s 
finances, Mr. White pointed-out that its 
business had been adversely affected in 
1946 by “serious interruptions to industrial 
production, competition, and high taxes.” 
“Every interruption in the output of indus- 
try reduces business in general and lowers 
the dollar income of the B. & O.—retards 
its progress and curtails its ability to pro- 
vide employment,” he continued. “Each 
additional tax dollar—as well as every tax- 
payer’s dollar spent by the government to 
enable air, highway and waterway trans- 
portation to furnish service without paying 
the full cost, diverts business from us and 
cuts into your prosperity.” 


General Electric to Reopen 
Lighting Institute 


Che formal reopening of the General 
Electric Lighting Institute at Nela Park, 
Cleveland, Ohio, has been set for the week 
of August 5. The Institute was closed 
during the war and an extensive rebuilding 
program is nearing completion. Elaborate 
rededication ceremonies will mark the occa- 
sion, it was announced. 

The Institute, completely rebuilt to serve 
the present and future needs of the General 
Electric lamp department, will resume its 
series of lighting “schools” immediately af- 
ter the opening week celebrations, and is 
designed to serve as a source of information 
on lamps of all kinds for every purpose. 


Rock Island Revamp Plan Is 
Rejected by Court 


Revamping of the Chicago, Rock Island 
& Pacific hit another snag on June 28 when 
Federal Judge Michael L. Igoe at Chicago 
rejected the reorganization plan submitted 
to him and referred it back to the Interstate 
Commerce Commission. Judge Igoe based 
his refusal to confirm the plan on the fol- 
lowing grounds: 

1. The plan does not make adequate pro- 
vision for fair and equitable treatment for 
the interest and claims of the holders of the 
convertible bonds of the railroad. 2. Re- 
jection of the plan by the holders of the 
convertible bonds was justified. 3. The 
plan does not conform with the requirements 
of the Bankruptcy Act in respect to the 
treatment of these convertible bondholders. 

In his summing up of the case Judge 
Igoe said in part: 

“Before proceeding further the court 
wishes to divert for a moment and point out 
what has transpired in the interval follow- 
ing the approval of the plan June 15, 1945, 
by the court, and the present. 

“An evergrowing wave of criticism 
directed against the commission and the dis- 
trict courts for the drastic reductions in 
capitalization effected by their plans of re- 
organization finally culminated in Congress 
giving extensive.study to proposed remedies. 

“Exhaustive hearings were held by com- 
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mittees of both houses of Congress . . 
culminating in the passage of Senate bill 
1523, June 15, 1946, which bill now awaits 
House consideration. 

“Tt must be remembered, in fairness, that 
practically all of the major plans of re- 
organization were worked out by the com- 
mission in 1940 or prior thereto. Hence, 
they do not and cannot reflect the extensive 
strengthening of cash resources, the import- 
ant retirement of debt and the very con- 
siderable improvement to road and equip- 
ment made possible by the huge revenues 
received during the ensuing years.” 


K. C. S. Enters Air Line Field 


With the filing of a certificate of incorpo- 
ration in Delaware for a subsidiary com- 
pany, the Kansas City Southern took the 
final step toward formation of an air trans- 
port subsidiary to be known as Kansas City 
Southern Skyways, Inc. Actual operation 
of the new company is expected to begin 
about July 10. 

The Kansas City Southern was the first 
railroad to seek a certificate to operate as 
a regularly scheduled air carrier when it 
filed an application with the Civil Aero- 
nautics Board in May, 1939. The applica- 
tion, denied by the board, covered the route 
of the railway between Kansas City, Mo., 
and New Orleans, La. Authority to op- 
erate over this route later was granted to 
Mid-Continent Airlines. 

Under the certificate of incorporation, the 
company is authorized to transport persons 
or property as a contract or private carrier 
by air between any points in the United 
States or its territories, and to and from 
any other countries, subject to foreign re- 
strictions. 

Incorporators of Kansas City Southern 
Skyways, Inc., are J. M. Prickett, J. R. 
Brown and J. E. Kimmel, all of Kansas 
City. Mr. Kimmel, vice-president of the 
new company, was a pilot in the Royal 
Canadian Air Force and later a captain in 
the United States Air Forces. 


Charles E. Hill Honored on 
His Retirement 


Charles E. Hill, general safety agent of 
the New York Central system since No- 
vember 16, 1922, was the guest of honor 
June 26 at a luncheon in the Hotel Roose- 
velt, New York, given by colleagues, offi- 
cers of many railroads and numerous in- 
dustrial leaders in the safety movement on 
the occasion of his retirement. 

In his almost 40 years of service on the 
railroad, with which he started as a district 
claim agent in 1906, Mr. Hill has become 
widely known as a pioneer of modern safe- 
ty practices and methods. According to the 
tributes that marked the luncheon, he creat- 
ed new forms for the reporting of injuries 
and from the knowledge gained by these 
reports fashioned new rules and safe prac- 
tices, many of which have become standard. 
He has produced two motion pictures on 
safety; numerous technical papers and is 
the author of a book based on a safety 
theme. 

An active member of the National Safety 
Council, Mr. Hill was chairman of its 
Steam Railroad Section in 1925-26 and 
served as vice-president, director and mem- 





ber of its executive committee from 1925 


to 1932. He also participated as a member 
of the Safety Section of the Association of 
American Railroads, serving as its chair- 
man in 1932-33 and as member of Commit- 
tee of Direction and Committee on Pre- 
vention of Highway Crossing Accidents 
since 1923. He originated its Committee 
on Uniformity in Accident Reporting, of 
which he has been chairman since 1933. He 
is vice-chairman of the Joint Committee on 
Grade Crossing protection, A. A R., and 
during the war served as chairman of War 
Production Fund to Conserve Manpower— 
Railroad Committee. 

National recognition has been given vari- 
ous units of the New York Central on many 
occasions through awards made by the Na- 
tional Safety Council and the American 
Museum of Safety, seven separate Harri- 
man awards having been so made during 
Mr. Hill’s service. The most prized of 
these was the Harriman Gold Medal for 
the eritire New York Central System for 
the year 1937, representing the largest ex- 
posure ever to qualify for such recognition. 


P. R. R. Joins in Frisco-Katy 
New York-Southwest Runs 


Additional through sleeping car service 
between San Antonio, Tex., and New York, 
via Dallas, will become effective July 7 
through the collaboration of the St. Louis- 
San Francisco, Missouri-Kansas-Texas and 
Pennsylvania. This augments the Katy- 
Frisco’s “Texas Special” operation as a 
through train between San Antonio and 
New York in conjunction with the New 
York Central, and between San Antonio and 
Washington in conjunction with the Balti- 
more & Ohio, reported last week in these 
pages. 

Sleeping cars will leave San Antonio on 
the “Texas Special” at 8:45 a. m., arriving 
in St. Louis the following morning at 8:30 
a.m. They will depart for New York at 
10:00 a. m. on the Pennsylvania’s ““Amer- 
ican,” arriving in New York the following 
morning at 7:55 a. m. Westbound, the 
through cars will leave New York daily at 
7:50 p. m., on the Pennsylvania’s “Amer- 
ican,” arriving in St. Louis the following 
afternoon at 3:40 p. m., and will leave St. 
Louis on the “Texas Special” at 5:30 p. m. 
to arrive in Dallas at 9:55 a. m., and San 
Antonio at 5:35 p. m. the next day. 

The “American” also will carry through 
cars in each direction between New York 
and Tulsa, Okla., and Oklahoma City, oper- 
ating west of St. Louis in the Frisco’s “Me- 
teor.” 


Carloading Estimates Indicate 
More Mid-West Business 


Carloading estimates for the third quarter 
of 1946 for the territory of the Mid-West 
Shippers Advisory Board are up 4.4 per 
cent as compared to the third quarter load- 
ings of 1945, according to the board’s report, 
which showed that loadings during July, 
August and September are expected to 
reach 975,866 as against a total of 934,669 in 
the third quarter of last year. The greatest 
increase forecast for an individual commod- 
ity is 124.8 per cent on automobiles and 
trucks, followed by increases of 51 per cent 
on cement, 25 per cent on fertilizers, 23 


per cent on agricultural implements and 15 
per cent on gravel, sand and stone, and also 
on machinery and boilers, brick and clay 
products, and lime and plaster. 

The Mid-West board will hold its next 
quarterly meeting at Burlington, Iowa, on 
July 18, with Clark Hungerford, vice-pres- 
ident, operations and maintenance, Associa- 
tion of American Railroads, as the principal 
speaker. Mr. Hungerford’s address will be 
entitled “The Job That Never Ends.” 


Rail Labor’s Security Bill 
Delayed in House 


Appropriation bills and other matters to 
which the House leadership accorded pref- 
erence precluded adherence to the prviously- 
announcd program under which further 
consideration was to have been given June 
28 to H. R. 1362, the pending Crosser bill 
embodying the Railway Labor Execu- 
tives’ Association program for liberalizing 
the Railroad Retirement and Railroad Un- 
employment Insurance acts. House Majority 
Leader McCormack announced on June 
29 that the bill would be taken up again on 
July 3, when, he hoped, the House con- 
sideration of it might be completed. 

As noted in the Railway Age of June 
29, page 1277, the House has already con- 
sidered the bill at two sessions—June 10 
when the rule covering procedure on the 
measure was adopted and the general de- 
bate got under way, and June 20 when the 
House rejected the substitute bill reported 
from the committee on interstate and for- 
eign commerce, thus paving the way for 
consideration of the original version. 


N. P. Opens New Car Repair 
and Manufacturing Shop 


The Northern Pacific has just completed 
a new car-repair and manufacturing shop at 
Brainerd, Minn., which was opened for- 
mally on June 14, in connection with the 
celebration of the seventy-fifth anniversary 
of the founding of that city. Four of the 
general officers of the railway participated 
actively in the opening ceremony, namely, 
Bernard Blum, chief engineer; G. L. Ern- 
strom, general mechanical superintendent ; 
F. G. Moody, superintendent car depart- 
ment; and F. C. Turner, general store- 
keeper. 

Mr. Blum described the new shop, which 
consists of a main building more than 800 
ft. long, containing a’ fabrication shop or 
machine area, 80 ft. by 615 ft, and an 
erection shop, 100 ft. by 810 ft. An annex, 
34 ft. by 300 ft., contains a locker room, a 
lunch room, two toilets, a first-aid room 
and office space. Also, there is a warehouse, 
100 ft. by 278 ft., and a covered storage shed 
196 ft. long. Adjacent to the warehouse is 
a concrete platform, 120 by 280 ft. 

All buildings are supported on concrete 
foundations while the framing of the shop 
building is heavy structural steel, and the 
walls are brick and glass block. Both the 
fabrication and the erecting bays are 
equipped with overhead cranes that span the 
full widths of the respective bays. The 
crane runway for the fabrication shop ex- 
tends 280 ft. outside of the building to serve 
a covered and paved storage space. In addi- 
tion to the buildings, 344 miles of new 
tracks were constructed to serve the new 
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facilities. The shop was designed to com- 
plete 10 modern steel freight cars a day, 
and, in addition, to handle steel-car repairs 
for the railroad’s Eastern district. The 
total cost of the construction was $1,799,000. 

Mr. Ernstrom described the existing loco- 
motive-repair facilities at Brainerd, and the 
various functions performed by them, point- 
ing out that about 900 employees are en- 
gaged in the locomotive and car shops and 
that the payroll amounted to $2,396,552 in 
1945. 

Mr. Moody stated that the present car- 
department force of 400 men, with a monthly 
payroll of $96,000, will be increased to 500 
men, with a monthly payroll of $125,000, as 
soon as the shop can be placed in full oper- 
ation. He also stated that during the re- 
mainder of the year it is planned to rebuild 
1,500 cars, to make heavy repairs to 700 
cars and to make light repairs to 1,800 cars, 
a total of 4,000 cars, at a total cost of 
$750,000. 

Mr. Turner disclosed that Brainerd is the 
largest supply point on the system, dis- 
tributing materials to 25 other stores, 
amounting to about $9,000,000 annually. It 
is also the concentration point for scrap of 
which 34,869 tons was handled in 1945. 


Southeastern Lines Speed 
Passenger Trains 


General adjustments of passenger train 
schedules were made by the major south- 
eastern lines, effective June 30, that, in 
many instances, resulted in substantial im- 
provements in services to the traveling pub- 
lic. From southern Illinois to Chicago, the 
Chicago & Eastern Illinois improved the 
schedule of its “Silent Knight” to shorten 
running time 1 hr. 15 min. 

The “Dixie Limited,” operated by this 
line in cooperation with the Louisville & 
Nashville; Nashville, Chattanooga & St. 
Louis; Central of Georgia; and Atlantic 
Coast Line, has been quickened 1 hr. 45 min. 
southward from Chicago to Jacksonville, 
Fla., and 2 hr. 30 min. northbound. Under 
the new schedule, this train leaves Chicago 
at 3:45 p.m., instead of 3 p.m., arriving in 
Atlanta, Ga., at 9:45 a.m., 5 min. later than 
before, and in Jacksonville at 9 pm., 1 hr. 
earlier. Northward, the 7:30 a.m. departure 
from Jacksonville rem2ins unchanged, but 
departure from Atlanta is at 6:30 p.m., 1 hr. 
10 min. earlier, with arrival in Chicago 
scheduled for 10:55 a.m., instead of 2:15 
p.m. The St. Louis connection of this train 
has been adjusted to leave St. Louis at 3:25 
p.m., 40 min. later, while the arrival north- 
bound is set for 11:45 a.m., 35 min. earlier. 
No schedule changes were made in other 
Chicago-Florida trains over this route. 

The “Dixie Express” of the C. & E. L.- 
L. & N. also has been speeded 30 min. 
southbound, while C. & E. I. train No. 8 
from Evansville, Ind., to Chicago has been 
quickened 50 min., leaving Evansville at 
12:30 p.m., 10 min. later, and arriving in 
Chicago at 7:05 p.m., 40 min. earlier. 

From Cincinnati, Ohio, to Jacksonville, 
the “Flamingo” has been speeded one hour 
by the L. & N., C. of Ga., and A. C. L., 
leaving Cincinnati at 8:05 p.m, as before, 
and arriving in Jacksonville at 9 p.m., in- 
stead of 10 p.m. 

The Southern-Atlanta & West Point- 
Western of Alabama-L. & N. through New 
York-New Orleans trains, the “Piedmont 
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Limited” and the “Crescent” were also 
quickened on that date. Under the new time 
table, the “Crescent” continues to leave 
New York, via the Pennsylvania, at 1:50 
p.m., and Washington at 6:25 p.m., but it 
arrives in Atlanta at 8:30 a.m., 35 min. 
earlier, Mobile, Ala., at 4:40 p.m., and New 
Orleans at 8:25 p.m., both 55 min. earlier. 
Northward this train now leaves New Or- 
leans at 11 p.m., 30 min. later, but continues 
its present 9:15 a.m. second day arrival in 
New Yerk. 

The “Piedmont” is unchanged in its 10 
p.m. departure from New York, but arrives 
in Atlanta at 7 p.m., 30 min. earlier, Mont- 
gomery, Ala., at 11 p.m., 35 min. earlier, and 
New Orleans at 9 a.m., 45 min. earlier. 
Coaches only are handled from Montgom- 
ery to New Orleans, the New York-New 
Orleans sleeping cars being handled on the 
“Pan-American” from Montgomery, giving 
a 7:30 am. arrival in New Orleans, 2 hr. 
45 min. earlier than before. Northbound the 
“Piedmont” leaves New Orleans at 5:15 
p.m., instead of 4:45 p.m., arriving in New 
York at 6:45 a.m. the second day as before. 
As part of their program to improve serv- 
ice to coach passengers these roads are now 
operating through coaches between Wash- 
ington, D. C., and New Orleans in the 
“Piedmont” and in Southern trains 35 and 
40 between Washington and Atlanta, thence 
in the “Crescent” to and from New Orleans. 

Other schedule changes on the Southern 
include a reduction of 40 min. in the running 
time of train 35 from Washington to At- 
lanta, and of 35 min. in the schedule of train 
30 northward between these cities. The 
“Southerner,” all-coach streamliner between 
New Orleans and Washington, was also 
speeded 15 min., northward at this time. 


A. A. R. Directors Discuss Rail 
Public Relations 


Public relations activities of the railroad 
industry came up for considerable discus- 
sion and some criticism at the monthly 
meeting of the board of directors of the 
Association of American Railroads which 
was held in Washington, D. C., on June 28. 
It was stated after the meeting that the 
discussion resulted generally in the assem- 
bled executives being invited to submit any 
suggestions they may have for improving 
the public relations program. 

The board’s consideration of the matter 
was an aftermath of the memorandum sent 
recently to executives of A. A. R. member 
roads by Holly Stover, president of the 
Chicago & Eastern Illinois, who was among 
those present at the meeting. Mr. Stover’s 
views were set forth in the Railway Age 
of June 22, the article, entitled “Railroad 
Management Faces a Decision—Defense or 
Appeasement,” which appeared on page 
1221 of that issue, having been adapted 
from his memorandum to the executives. 

Another matter under discussion was the 
Interstate Commerce Commission’s recent 
decision authorizing temporary freight 
rate increases averaging only 6.5 per cent 
in the Ex Parte 162 case. In that connec- 
tion the general reaction was reported to 
have been one of disappointment, but the 
board moved to expedite the further hear- 
ing on the petition for a 25 per cent ad- 
vance, sending a delegation headed by A. A. 
R. President J. J. Pelley to call on the 
Interstate Commerce Commission for the 


purpose of urging expedition and discussing 
future procedures in the case. The further 
hearing is now scheduled to open in Chi- 
cago on July 22 before the commission's 
Division 2. 

The board also elected J. D. Farrington, 
chief executive officer of the Chicago, Rock 
Island & Pacific, to its membership. Mr. 
Farrington, who also was appointed to the 
board’s executive committee, succeeds the 
late L. W. Baldwin of the Missouri Pa- 
cific. 

Blackmore Prophesies 


The next fifty years will be as notable 
for radical improvements and developments 
in the field of signaling as have been the 
past fifty years, at the beginning of which 
period railway signaling was in an early 
stage of development. This declaration 
was made by George A. Blackmore, chair- 
man of the Union Switch & Signal Com- 
pany, on July 1 in responding to the un- 
veiling in the foyer of the offices of that 
company in Swissvale, Pa., of a bronze 
plaque bearing a suitable inscription and 
his three-quarter bas-relief likeness, com- 
memorating his fifty years of service *vith 
that company. It climaxed a review og the 
achievements of his company and the prog- 
ress of signaling over the half century. 

A. N. Williams, president of the com- 
pany, presided at the ceremonies and Rich- 
ard K. Mellon, a member of the board, 
paid tribute to Mr. Blackmore and his serv- 
ice to the company, both in years and in 
executive ability. The citation on the 
plaque reads as follows: 

“Respected for his outstanding executive 
ability and beloved for -his warm human 
qualities, he advanced through positions of 
increasing responsibility from office boy to 
President and Chairman of the Board. 
Through his vision and foresight he has 
guided the Company to pre-eminence in its 
field—developing fundamentally new sys- 
tems of signaling that have made an out- 
standing contribution to the high levels of 
safety and efficiency which characterize 
modern railroad operation.” 

The ceremony was followed by a recep- 
tion and buffet dinner given in Mr. Black- 
more’s honor at the Longue Vue club. 

Mr. Blackmore entered the service of the 
company July 1, 1896, as an office boy at 
the age of 12. Meanwhile he took a busi- 
ness course in night school. After five 
years of clerical work and as a stenogra- 
pher in the office of the general manager, 
he was appointed chief clerk in the engi- 
neering and estimating departments. He 
continued night courses in mechanical and 
electrical engineering. In 1904, at the age 
of 20, he was assigned to the New York 
office of the company, at the time that the 
first signal system was being installed in 
the Interborough Rapid Transit subway 
system. Five years later, in 1909, he was 
made assistant eastern manager, and two 
years later became eastern manager, in 
charge of the New York, Montreal and At- 
lanta offices. He returned to Swissvale in 
1915, as general sales manager, and was 
elected second vice-president, in charge of 
sales and engineering, when the Union 
Switch & Signal Company was merged 
with the Westinghouse Air Brake Company 
in 1917. In 1922 he was promoted to first 
vice-president and general manager, and in 
1925 was elected to the board of directors. 
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In 1929 he became president and general 
manager. 

In addition to this Union Switch & Sig- 
nal Company responsibilities, he was elect- 
ed vice-president and general manager of 
the Westinghouse Air Brake Company in 
1932. In 1936 he was elected president and 
director of that company, and in 1940 was 
elected chairman of the board and presi 
dent of both companies. Since April 16, 
1946, he has held the position of chairman 
and chief executive officer of both compa- 
nies. 


Smoke Prevention Meeting 


The 39th Annual Meeting of the Smoke 
Prevention Association of America was 
held at the Hotel Nicollet, Minneapolis, 
Minn., June 23-26, and was characterized 
by the relatively large number of railroad 
representatives in attendance; the Railroad 
Smoke Association of Hudson county, N. J., 
was particularly well represented. The 
Tuesday afternoon and Wednesday morn 
ing sessions were in charge of the Railroad 
Committee, Eugene D. Benton, until re- 
cently with the Louisville & Nashville, but 
now research engineer of the Fuels Divi- 
sion of the Battelle Memorial Institute, pre 
siding. 

The program for these two sessions in- 
cluded addresses on Railroad Smoke 
Abatement by Roy V. Wright, managing 
editor of the Railway Age; Automatic 
Controls for Locomotive Overfire Air Jets, 
by John Canetta, Westinghouse Air Brake 
Company; Railroad Motive Power Trends, 
by Ralph P. Johnson, chief engineer, Bald- 
win Locomotive Works; and the Supply of 
Air to Coal-Fired Steam Locomotives, by 
Ralph A. Sherman, supervisor, Fuels Divi- 
sion, Battelle Memorial Institute. Ab- 
stracts of these addresses will appear in 
next week’s issue of the Railway Age. 
There was also a demonstration of locomo- 
tives equipped with overfire steam air jets 
at nearby station of the Chicago, Milwau- 
kee, St. Paul & Pacific. 

The convention was presided over by its 
president, Ernest J. Brundage, chief smoke 
inspector, Rochester, N. Y. In addition to 
a report from the Combustion Equipment 
Standardization Committee, other addresses 
included: Importance of Smoke Abatement 
in City Planning, by Herman Olson, plan- 
ning engineer, City Planning Commission 
of Minneapolis, Minn.; Dust and Its Rela- 
tion to Smoke, by Sumner B. Ely, superin- 
tendent, Bureau of Smoke Regulation, 
Pittsburgh, Pa.; Problems of Atmospheric 
Pollution as Related to Weather Conditions, 
by S. Fritz, United States Weather Bu- 
reau, Washington, D. C.; The Stoker In- 
dustry and Smoke Abatement Activities, 
by Lloyd L. Connell, technical director, 
Stoker Manufacturers Association, Chi- 
cago; Teaching People to Burn Fuels 
Smokelessly and Economically, by Ben. G. 
Elliott, Department of Mechanical Engi- 
neering, University of Wisconsin; Correct- 
ing Smoke with Automatic Controls, by 
Gerald S. Bataille, general manager, Camp- 
bell Engineering Company, Appleton, Wis.; 
Effect of Smoke Abatement Surveys Con- 
ducted in Various Cities, by H. B. Lam- 
mers, director of engineering, Coal Pro- 
ducers Committee, Cincinnati, Ohio; and 
Practices in Smoke Abatement and Fuel 
Technology, by Harold J. Rose, director of 


research, Bituminous Coal Research, Pitts- 
burgh, Pa. 

The newly elected officers are: president, 
Sumner B. Ely, superintendent, Bureau of 
Smoke Regulation, Pittsburgh; first vice- 
president, Eugene D. Benton, research en- 
gineer, Fuels Division, Battelle Memorial 
Institute, Columbus, Ohio; second vice- 
president, C. J. Sokel, chief clerk, mechan- 
ical department, Belt Railway Company of 
Chicago; secretary, Frank A. Chambers, 
deputy smoke inspector, Chicago, IIl.; ser- 
geant-at-arms, G. C. Hess, road foreman 
of engines, Pennsylvania Railroad, Jersey 
City, N. J. A new office was created and 
W. E. E. Koepler, secretary, Pocahontas 
Operators’ Association, Bluefield, W. Va., 
was elected director of public relations. The 
1947 convention will be held at Toronto, 
Canada. 


T.P.&W. Interchange Traffic 
Embargoed by Connections 


With the placement, on June 26, by the 
Pennsylvania and the Wabash of embargoes 
against all trafic for movement to, from 
or via the Toledo, Peoria & Western, that 
road is now completely .isolated from inter- 
change traffic with connecting lines. Since 
resumption of train operation on the East- 
ern division of the strike-bound carrier on 
June 3 (Railway Age, June 8), each of the 
other lines connecting with that portion of 
the T. P. & W. has issued embargoes to 
prohibit interchange of traffic with the road 
because of “inability to effect interchange 
with the T. P. & W. in the normal manner.” 
The road has made no attempt to operate 
its Western division and has its own em- 
bargo covering traffic on that section of the 
line outstanding. 
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Representation of Employees 


The American Railway Supervisors As- 
sociation, Inc., has replaced the Association 
of Supervisors, Southern Pacific Company, 
Pacific Lines, as representative of mechan- 
ical department foremen and supervisors 
employed by the Southern Pacific and the 
Brotherhood of Railroad Trainmen has been 
certified as bargaining agent for passenger 
representatives employed by the Southern, 
who formerly were without representation, 
according to results of recent elections 
which have been certified by the National 
Mediation Board. 

In other elections in which representation 
rights were retained, the Switchmen’s Un- 
ion of North America, defeating the B. of 
R. T., 330 to 222, continues to represent 
yardmen, including foremen and _ helpers, 
employed by the Pere Marquette; and the 
Association of Shop Craft Employees of 
the Southern Pacific Lines in Texas and 
Louisiana, by virtue of an 88 to 55 victory 
over the International Brotherhood of 
Blacksmiths, Drop Forgers and Helpers, 
operating through the Railway Employees’ 
Department, American Federation of Labor, 
remains as the bargaining agent for black- 
smiths, including helpers and apprentices, 
employed by the Texas & New Orleans. 

The board has also certified the Inter- 
national Association of Machinists, which 
also operates through the Railway Em- 
ployees’ Department, A. F. of L., as rep- 
resentative of motor car repairmen em- 
ployed by the Western Pacific for the pur- 
poses of the Railway Labor Act. This 
certification was made on the basis of a 
mediator’s investigation and check of rep- 
resentation authorizations, the employees 
having previously been unrepresented. Not- 
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Accounting Leaders at Annual Meeting 





This photograph was taken at Bretton Woods, N. H., on June 20 by George H. Hill, 

B. & M. official photographer. Herbert L. Baldwin, publicity manager for the 

B. & M. and Me C., with Mr. Hill and Mrs. Mary G. O’Rorke, secretary in the de- 

partment, set up publicity facilities at Bretton Woods which operated throughout 

the convention, resulting in widespread reports on the meeting and addresses in 
New England newspapers. 


Standing, left to right: T. H. Cooper (v.-p., C. N. R.), E. A. Leslie (v.-p., C. P. R.), E. H. 
N. H. & H 


Bunnell (v.-p., A. A 
F 


R), G T. Carmichael (v.-p., N. Y. 


-), W. C. Carrick (gen. aud., 


& P.), J. J. Ekin (retired VeP- B. & O.), T. J. Tobin (comptroller, Erie), I. V. Jessee (comp. 
slacy (compt 


R. a 
troller, N. & W.). Seated: G. F. 


roller, B. & M.), L. Jv Tracy (controller, U. P.). 
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ing that they have been carried on the pay- 
roll of the road’s maintenance of way de- 
partment, the board said that the certifica- 
tion “does not establish a precedent or pre- 
clude an ultimate determination in any fu- 
ture dispute as to the proper classification of 
these employees for representation pur- 


poses.” 


“City of Denver” Celebrates 
Tenth Anniversary 


On June 18, the tenth anniversary of their 
inauguration, the two “City of Denver” 
trains completed 7,398,224 miles of opera- 
tion, or the equivalent of 297 trips around 
the world. On June 25, a celebration of 
the first decade of these C. & N. W.- U. P. 
streamliners was held by the Chamber of 
Commerce in Denver.- Governor John C. 
Vivian, of Colorado, presented scrolls to 
G. F. Ashby, president, Union Pacific ; Carl 
R. Gray, Jr., vice-president, C. & N. W., 
Champ Carry, president, Pullman-Standard 
Car Manufacturing Company; C. R. Os- 
born, vice-president, General Motors; 
Thomas C. Jones of the Aluminum Com- 
pany of America; and to Conductors 
Charles McIntire and Clarence J. Burley, 
commemorating the occasion. 

During the 66 months of peace-time op- 
eration of these trains, they carried 467,178 
passengers, while during the 54 months of 
war-time operation, they transported 562,- 
636 passengers. Started originally as 12- 
car trains, powered by two-unit, 2,400-hp. 
locomotives, these streamliners were in- 
creased to 14-car trains in May, 1939, with 
three-unit, 3,600-hp. locomotives. The war- 
time schedules were lengthened one hour, 
but, effective June 2, 1946, the trains were 
restored to their original schedule of 15 
hr. 35 min. eastbound and 16 hr. westbound. 

At a luncheon given by the Chamber of 
Commerce, the speakers were Messrs. Ash- 
by, Gray, Carry and Osborn. Mr. Osborn 
spoke as follows: 

“When the Union Pacific and the North 
Western ordered the ‘City of Denver’ train 
they took an awful lot for granted. It is 
true that the best engineering talent avail- 
able at that time was given the job of de- 
signing the train but these men were enter- 
ing a new field, regarding which little was 
known. No one knew whether engineering 
advancement and new manufacturing tech- 
nique would obsolete the design or so reduce 
its manufacturing costs as to wipe out the 
major part of the owners’ equity in their 
original investment. Yet the railroad of- 
ficials went ahead with their plans. And 
we in General Motors, having complete con- 
fidence in the vitality and soundness of this 
new development, erected a small locomo- 
tive manufacturing plant in LaGrange, III. 
This first investment of ours supplied 60,- 
000 sq. ft. in buildings and employed about 
300 people. 

“The ‘City of Denver’ and other trains 
of like design created public interest in this 
new advanced method of transportation, and 
profit for its owners, far beyond all of our 
expectations, The ‘City of Denver’ train, 
which you christened here 10 years ago, was 
a forerunner of tremendous growth in 
Diesel motive power throughout all Ameri- 
can railroads. The new development grew 
by leaps and bounds. In Denver alone, if 
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you follow the lure of the railroads—as 
every boy from 5 to 80 does—you would 
find that 9 trains pulled by Diesels enter 
and leave your station every day; that 42 
Diesel-powered trains enter and leave Chi- 
cago every day; that 18 Diesel-powered 
trains enter and leave Washington every 
day; that Diesel-powered passenger trains 
arrive or depart every day from St. Paul, 
Minneapolis, Seattle, Los Angeles, El Paso, 
New Orleans, Miami, New York, Boston, 
Buffalo, Detroit, St. Louis, and all the in- 
tervening cities. 

“There are some 200 outstanding trains in 
America powered by Diesel locomotives. 
These trains travel more than 110,000 
scheduled miles every day. In these days 
when we marvel that some of our auto- 
mobiles, even with frequent trips to the 
service stations, have run 100,000 miles, you 
would find by contrast that some of these 
early trail blazers have run over three mil- 
lion miles, others two million miles, and a 
number have exceeded one million miles, 
some of them without ever having missed 
a scheduled run in their entire life. 

“And now what has happened to the little 
60,000 sq. ft. plant which we erected in 
1936? It has grown to 1,600,000 sq. ft. and 
shortly will have 2,200,000 sq. ft. in full 
productivity. Likewise, the handful of 300 
men has now grown to 9,000 and shortly 
will be 11,000 to 12,000. Consequently, 
when we first saw the ‘City of Denver’ 
move into your terminal, few of us realized 
that we were witnessing a major industrial 
development in our country, that we were 
participating in the growth of a new in- 
dustry. The courage of Mr. Ashby and his 
associates, the executives of the other rail- 
roads, and General Motors has been fully 
justified. - 

“The railroads and we are also mindful 
of a very important second phase of our 
development which is about to occur on 
many of the railroads throughout the Unit- 
ed States—some railroads are now ap- 
proaching complete Dieselization of their 
properties. With Dieselization, important 
secondary savings can be realized through 
the elimination of coaling and watering sta- 
tions, ash handling facilities, back shops 
and the like. These secondary savings will 
contribute very importantly to the financial 
results of the railroads.” 

Mr. Ashby informed the audience that 
the Union Pacific was ready to continue its 
role as one of the leaders in passenger 
progress among the railways of the country. 
He pointed out, however, that this would 
not be possible unless the railways were 
given the increased freight rates they were 
asking for to offset the increased wage and 
material costs with which they are now 
faced. Mr. Ashby added that in 10 years 
the “City of Denver” trains have produced 
20 years’ service and the history of pas- 
senger progress has progressed 100 years. 

General Gray outlined passenger progress 
in Europe and pointed out that most of the 
high speed service there is handled by 1, 
2 or 3-car units of electric, steam or Diesel 
rail cars on frequent schedules. He pointed 
out, however, that in Europe, even before 
the war, there was no passenger service 
comparable to the fleet of long-distance 
streamlined Diesel trains and attributed this 
to the fact that the railways of Europe are 
government-owned and that the competition 


and initiative of private railway operation 
was lacking. 

Mr. Carry paid tribute to the farsighted- 
ness of the managements of the Union 
Pacific and the Chicago & North Western 
in 'aunching streamlined service and in tak- 
ing the responsibility of the heavy invest- 
ment when there were, as yet, no results 
to use as a criterion. He also outlined the 
car builders’ problems in producing trains 
of such revolutionary design. 


May Truck Traffic 


Motor carriers reporting to American 
Trucking Associations transported in May 
1,818,532 tons of freight, an increase of 
4.5 per cent over the 1,740,000 tons trans- 
ported in April and an increase of 5.2 per 
cent over the May, 1945, total of 1,728,894 
tons. The A.T.A. index figure based on 
the 1938-40 average monthly tonnage of 
the reporting carriers, was 187.6 for May. 

The foregoing figures, according to the 
A.T.A. statement, are based on comparable 
returns received from 196 truckers in 36 
states. Carriers in the Eastern district 
reported tonnage increases of 3.5 per cent 
above April and 4.5 per cent above May, 
1945. In the Southern region the respec- 
tive increases were 14.7 per cent and 11.8 
per cent. Tonnage in the Western district 
was up 3.9 per cent from April and 48 
per cent above May, 1945. 


New York Express Embargoed in 
“Work Stoppage” 


The Railway Express Agency on June 
27 placed an embargo on all rail and air ex- 
press traffic into and out of the New York 
metropolitan area, following a “work stop- 
page” of employees in that area who are 
members of the Brotherhood of Railway & 
Steamship Clerks. According to J. F. Ross, 
general manager of the R. E. A. New York 
City department, the “stoppage” was not 
authorized by the national officers of the 
brotherhood. 

Following an “understanding” with rep- 
resentatives of these employees, they re- 
turned to work July 2. The embargo was 
not immediately lifted, however, because 
terminals were congested and “thousands of 
shipments must be delivered and forwarded” 
before normal operations could be resumed. 


“Pacemaker” Freights Make 
Their First Run 


The New York Central on July 2 inaugu- 
rated its fast overnight merchandise freight, 
the “Pacemaker,” operating in each direc- 
tion between New York and Buffalo, with 
stops at Albany, Utica, Syracuse and Roch- 
ester. The schedule permits departure from 
New York at 8:15 p. m. and arrival at 
Buffalo before 7 a. m. the following morn- 
ing, with connections at that point for 
Cleveland, Cincinnati, Detroit and other 
cities. Eastbound, the train leaves Buffalo 
at 6:40 p. m., arriving at New York in the 
early morning. 

The specially-painted high speed equip- 
ment assigned to this service was described 
in Railway Age of June 29, page 1265. 





A list of current publica- 
tions appears on page 37. 



































With the Government Agencies 








Limits on Rail Trucks 
Don’t Extend to Buses 


Rock Island case rule applies 
only to highway freight 
services, I. C. C. says 


Conditions which the Interstate Com- 
merce Commission has been attaching to 
certificates authorizing railroad-controlled 
trucking operations in order to insure that 
they remain auxiliary to train services are 
not intended to apply to railroad bus oper- 
ations, the commissions Division 4 has an- 
nounced in a recent decision approving the 
purchase by the Gulf Transport Company, 
subsidiary of the Gulf, Mobile & Ohio, of 
the Clayton Tinsley Bus Lines’ operating 
rights on a 40.8-mile route between Meri- 
dian, Miss., and Butler. The decision also 
authorizes the G. M. & O. to acquire con- 
trol of the rights thus to be purchased for 
$35,000 by its affiliate which has operated 
the route under lease since December 13, 
1945, 

The request for application of the truck- 
certificate conditions was made by Southern 
Bus Lines, Inc., that protestant citing the 
commission’s recent report in the Rock 
Island Motor Transit Company case (No. 
MC-F-445) which said that “the accom- 
plishment of the purposes forming the na- 
tional transportation policy require that, 
except where unusual circumstances prevail, 
every grant to a railroad or to a railroad 
affiliate of authority to operate as a com- 
mon carrier by motor vehicle or to acquire 
such authority by purchase or otherwise 
should be sc conditioned as definitely to 
limit the future service by motor vehicle to 
that which is auxiliary to, or supplemental 
of, train service.” This Rock Island deci- 
sion, which was followed by the filing of 
the applicant’s still-pending petition for re- 
consideration, was reported in the Railway 
Age of March 23, page 650. 

No Precedent—‘“A careful reading of 
the report in the Rock Island case,” said 
the commission in its present decision, 
“shows that the discussion therein con- 
cerned only the transportation of freight by 
motor vehicle under railroad control, and 
was not cencerned with such transportation 
of passengers. The finding that motor truck 
operations under railroad control should be 
limited to that which is ‘auxiliary to, or 
supplemental of, train service’ was intended 
to apply to the transportation of freight. 
What, if any, limitation should be applied 
to the transportation of passengers was not 
considered. 

“The reasoning in support of the finding 
that motor truck operations should be so 
restricted is not applicable to motor bus 
service. Competitive and other conditions 
in the motor bus industry are wholly dif- 
ferent from those in the motor truck indus- 
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try, and the need for such limitations on 
rail-controlled motor bus operations has not 
here been shown. Such a limitation on 
motor bus operations has not been imposed 
in any case arising under former section 
213, present section 5, or section 207, ex- 
cept when request for such limitation has 
been made by the applicant. 

“The general policy has been, in such 
cases, to inquire whether the acquisition or 
extension is an invasion of territory outside 
the natural territory of the railroad, al- 
though numerous exceptions to limiting the 
operations to such territory have been made. 
Such an exception to that general policy is 
warranted here, and application of the pro- 
viso of section 5(2) to the instant transac- 
tion requires only that the evidence establish 
that the transaction will be consistent with 
the public interest, that the parent railroad 
will be able to use the motor bus operation 
acquired to public advantage in connection 
with its rail operations, and that the trans- 
action will not unduly restrain competition. 
Those findings are warranted by the evi- 
dence in this record.” 


Complements Train Service—In the 
latter connection, the report had previously 
noted that while Meridian is the only point 
on the Tinsley route which also is served 
by the G. M. & O., the bus route neverthe- 
less “is entirely complementary to Trans- 
port’s present motor bus operations and 
bridges a gap between its St. Louis- 
Philadelphia-Meridian route and the York- 
3utler-Mobile route.” 

With respect to Southern Bus Lines’ com- 
plaint that the acquisition would enhance 
the “dominant position” already held in the 
territory by Transport and the G. M. & O., 
the commission observed that the protestant 
“is by no means a small carrier, having 
total assets, as of November 30, 1945, of 
more than $8,000,000 and an earned surplus, 
as of the same date, of $2,319,972.” An- 
other allegation of Southern was that the 
management of Transport and the railroad 
is affiliated with All American Bus Line, 
Inc., “through blood relationship” and that 
the proposed acquisition is “part of a plan 
to ‘blanket’ existing independent motor car- 
riers under rail-dominated motor carriers.” 

The commission found that evidence tend- 
ing to support this contention was “meager,” 
revealing only that the president of Trans- 
port and the railroad, I. B. Tygrett, is an 
uncle of John Burton Tygrett, the executive 
vice-president of All American, and that 
Transport and All American have an ar- 
rangement for interchange of passengers at 
St. Louis. “There is,” the commission went 
on, “nothing to indicate that the latter ar- 
rangement differs from those which Trans- 
port has with other connecting carriers. 
The record will not support a finding that 
Transport and All American are controlled 
or managed in a common interest, or that 
the instant transaction is part of a plan to 
dominate independent motor bus carriers.” 








Seaboard Revamp Plan 
Gets I.C.C. Clearance 


Approved acquisitions and fin- 
ancing prepare way for 
end of receivership 


Acquisitions and financing whereby the 
newly-organized Seaboard Air Line Rail- 
road Company will take over the properties 
of the Seaboard Air Line Railway Com- 
pany under the reorganization plan ter- 
minating the 15%4-year receivership of the 
latter were approved by the Interstate Com- 
merce Commission, Division 4, in a June 
28 report. The report in Finance Docket 
No. 14500, Seaboard Air Line Railway 
Company Receivership, embraces also 
Finance Dockets Nos. 14501 and 14501 
(Sub. No. 1), Seaboard Air Line Railroad 
Company Acquisition, etc. 

As the present report points out, the 
commission’s prior report of August 12, 
1944 (noted in the Railway Age of August 
19, 1944, page 323) had tentatively approved 
the capitalization of the reorganized com- 
pany as set forth in the plan of reorganiza- 
tion, but no order was then issued “be- 
cause of the preliminary character of the 
application.” Under the plan the old pre- 
ferred and common stock will be wiped 
out, and no provision is made for holders 
of present adjustment bonds and unsecured 
claims not entitled to priority. 


Employees Safeguarded—The present 
order authorizes purchase by the Railroad 
Company of the railroad properties and 
other assets of the Railway Company or 
its receivers, or both; operation of such 
railroads, including those operated under 
contract, lease or agreement; and the ac- 
quisition of control, or joint control, through 
ownership of capital stock of certain other 
railroad companies and joint control of 
the Baltimore Steam Packet Company. In 
approving these acquisitions the commission 
attached labor-protection provisions as set 
forth in the Interstate Commerce Act’s 
section 5(2), thus adhering to the uniform 
policy recently announced even though it 
did not appear that any railroad employee 
would be adversely affected. 

With respect to the Baltimore Steam 
Packet Company, the old company’s 50 per 
cent interest in that water line had been 
held pursuant to an authorization received 
from the commission under the Panama 
Canal Act; and the present order includes 
provisions which have the effect of trans- 
ferring that authorization to the new com- 
pany. The remaining 50 per cent of the 
Packet Company’s stock is owned by the 
Chesapeake Steamship Company, the cap- 
ital stock of which is owned by the South- 
ern and the Atlantic Coast Line. 

The railroad properties to be acquired 
by the new company were subject, in whole 
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or in part, to 18 separate mortgages se- 
curing outstanding bonds. The reorganiza- 
tion plan, as the commission said, “con- 
templates a single new system subject to 
new consolidated system mortgages and 
the elimination of all prior liens.” The new 
company’s capitalization will consist of 
$98,987,000 of long term debt and $100,- 
000,000 of stock. The long-term debt will 
include $13,987,000 of receivers’ equipment 
trust certificates which will be taken over; 
$32,500,000 of first-mortgage, 50-year, 4 
per cent bonds, series A; and $52,500,000 
of income-mortgage, 70-year, 4% per cent 
bonds, series A. The stock will include 
$15,000,000 of 5 per cent preferred, series 
A, and 850,000 shares of no-par common, 
the stated value of which will be $100 a 
share. 

The commission’s order authorizes the 
foregoing issues, and permits also the is- 
suance of such additional common (not ex- 
ceeding 675,000 shares) as may be neces- 
sary to comply with the conversion rights 
of the income-mortgage bonds and the pre- 
ferred stock. It further authorizes assump- 
tion of liability for the receivers’ equip- 
ment trust certificates, mentioned above. 
Also the new company is authorized to 
assume other liabilities of the old company 
or its receivers, or both, as follows: 

As guarantors or lessees, or both, in re- 
spect of $323,333 of first-mortgage, 4 per 
cent bonds of the Birmingham Terminal 
Company; $100,000 of first and general 
mortgage, 5 per cent bonds, $2,400,000 of 
refunding and extension mortgage, 5 per 
cent bonds, series A, $1,100,000 of refund- 
ing and extension mortgage, 6 per cent 
bonds, series B, and $400,000 of refunding 
and extension mortgage, 4% per cent bonds, 
series C, all of the Jacksonville Terminal 
Company ; $280,000 of 1% per cent serial 
promissory notes of the Norfolk & Ports- 
mouth Belt Line; and $200,000 of first 
mortgage, 4 per cent bonds of the Tampa 
Union Station Company. As lessee by 
lease or operating agreement, insofar as 
rental payments are involved, in respect 
of Athens Terminal Company first mort- 
gage, 5 per cent bonds, $200,000; Birming- 
ham Terminal Company, 1,500 shares of 
capital stock; Durham Union Station Com- 
pany, 333 shares of capital stock and $60,000 
of first mortgage, 5 per cent bonds; North 
Charleston Terminal Company, 1,050 shares 
of capital stock; Savannah Union Station 
Company, $600,000 of first mortgage, 4 per 
cent bonds; Tampa Union Station Com- 
pany, 300 shares of capital stock; Atlanta 
Terminal Company, $1,600,000 of first 
mortgage, 4 per cent bonds, and 1,500 shares 
of capital stock. 

The present report does not discuss the 
earnings outlook and prospects for coverage 
of charges by the reorganized company, its 
reference to those matters being a citation 
of discussions in the August 12, 1944, re- 
port. As noted in the August 19, 1944, 
issue’s review of that report, the commis- 
sion there found that the new company’s 
estimate that future annual earnings, under 
normal conditions, should average $7,498,- 
000 was well supported. 


Voting Trust Set Up—While there 
have since been some changes, including 
an increase in the outstanding receivers’ 
equipment trust certificates to be assumed, 
the prior report put the new company’s 
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C. P. A. Extends Immunity 
Certificate to October 1 


Administrator J. D. Small of the 
Civilian Production Administration 
has further advanced from July 1 to 
October 1 the expiration date of 
Certificate No. 44, whcih was issued 
in March, 1943, by the chairman of 
the former War Production Board 
to give carrier rate bureaus and 
other joint-action arrangements war- 
time immunity from the anti-trust 
laws. 











fixed annual charges at $1,746,000, includ- 
ing the $1,300,000 first mortgage bond in- 
terest. Annual contingent charges were 
put at $2,625,000, including $2,362,500 in- 
terest on the income-mortgage bonds. The 
total charges before preferred dividends 
were put at $6,321,000. Allowing $750,000 
for preferred dividends, aggregate charges 
before common dividends would be $7,- 
071,000. 

Other determinations of the commission’s 
present report give conditional approval 
to the voting-trust feature of the reorgan- 
ization plan; and find that the requirements 
of the constitution and statutes of South 
Carolina in respect to railroads operating 
within that state impose a burden on inter- 
state commerce insofar as they require 
separate incorporation within that state. 

Under the voting trust agreement, the 
five voting trustees will be L. R. Powell, 
Jr., and H. W. Anderson, the old com- 
pany’s receivers, and Joseph France, Otis 
A. Glazebrook, Jr., and Sam H. Hus- 
bands. Under the plan, the voting trust 
was to continue until April 1, 1951, with 
provisions for extension. The condition 
which the commission attached to its ap- 
proval stipulated that thé trust “shall not 
continue in effect after April 1, 1951, except 
upon our authorization herein, and that 
no other voting trust shall be created to 
control the common stock of the new com- 
pany unless and until so authorized by us 
in an appropriate proceeding held for that 
purpose.” Previously the commission had 
added some critical comment to its refer- 
ence to the fact that the “primary purposes 
of the voting trust are perpetuation of the 
management and protection of the bond- 
holders.” 

“Among the more important railroad 
competitors in the territory served by the 
new company,” it said, “are the Atlantic 
Coast Line and the Southern Railway sys- 
tems, neither of which has beén in re- 
ceivership or bankruptcy during the past 
20 years, whereas the Seaboard Air Line 
Railway Company has been in the hands 
of receivers for the past 15% years and 
unable to reorganize until it received the 
benefit of the greatly increased earnings 
resulting from the recent war. We are not 
persuaded that these facts furnish unquali- 
fied support for continuing the management. 
Furthermore, as the property is to be taken 
over by the bondholders of the old company 
who will receive stock, bonds and cash of 
the new company for their former holdings, 
it is somewhat difficult for us to perceive 
the necessity for the bondholders to be 


stock- 


protected against themselves as 
holders.” 

The report did concede, however, that 
under the proposed set-up, the bondholders 
“could sell their voting-trust certificates 
and scrip, secure in the fact that control 
of the new company: for a time at least 
would be vested in the voting trustees and 
the property operated for their express 
protection.” The commission also made 
some observations on the expenses of the 
reorganization for which the court had 
set aside a fund of $10,000,000. 


Fees Are Questioned—“In authoriz- 
ing the issue of the new securities and the 
assumption of obiigations as proposed,” it 
said, ““we are concerned not only that the 
securities will be fully supported by tangible 
property, that the earnings will be as nearly 
as can be determined sufficient to service 
the securities and that the terms of the 
securities are in conformity with modern 
and sound financial practices, but we are 
also vitally concerned with the total amount 
of cash to be received by the new company 
in connection with the purchase of the prop- 
erties including its working capital, to the 
end that the stability of the new company 
may be reasonably assured at its inception. 
As has been stated above, claims for al- 
lowances and expenses, excluding claims 
of receivers and their counsel, have been 
filed in the total amount of $3,007,624.17, 
while the claims of receivers, their counsel, 
and chief accounting officer amount to 
$1,443,170, making a total of $4,450,794.17. 
The receivers, their counsel and chief ac- 
counting officer were paid to December 31, 
1945, as compensation a total of $1,863,205. 

“From the facts known to us, we regard 
claims for any such amount as $4,450,794.17 
excessive and unjustified. As has also been 
indicated, the Virginia court has assumed 
jurisdiction over the approval of these 
claims and has appointed a special master 
to report thereon. We must assume that 
the court when approving and authorizing 
the payment of these claims will consider 
fully the merits of each of them and will 
limit payments to such amounts as it finds 
just and reasonable so that a major por- 
tion ef the $10,000,000 set aside for ex- 
penses may be paid to the new company 
to be used for its corporate purposes.” 


$116 Million Short—An appendix to 
the report shows a tentative constructed 
balance sheet as of December 31, 1945, 
giving effect to the acquisition by the new 
company of the properties involved in 
the plan. The total assets are shown as 
$233,509,697, including a figure of $142,- 
398,286 for investment in transportation 
property, less the acquisition adjustment 
and recorded depreciation. Total current 
assets are shown at $51,712,810, including 
$8,644,997 in cash and $14,007,587 in tem- 
porary cash investments, compared with 
total current liabilities of $23,129,102. The 
$8,644,997 shown in the cash account does 
not include any part of the $10,000,000 set 
aside for expenses of the reorganization, or 
of another fund of $9,334,300 which is to 
be distributed to creditors under a court 
order of December 27, 1945. 

Another compilation shows that security 
holders of the old company who qualified 
for participation in the plan filed total 
principal and interest claims, as adjusted 
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to March 31, 1946, in the amount of $323,- 
905,278; and that they received under the 
plan’s allocation scheme cash (the afore- 
mentioned $9,334,300) and new-company 
securities in the aggregate amount of $194,- 
334,300, taking the new common stock at 
$100 per share. Thus the amount by which 
the allocations failed to meet the claims 
was shown as $115,982,978. Of the 850,000 
shares of new common stock, 665,39934 
shares goes to holders of five issues of 
the old company’s general mortgage bonds 
and collateral trust notes. 


Investigation of Bus Operations 
Asked by H. & M. 


Asserting that the “present state of 
chaotic and unbridled cutthroat competi- 
tion” cannot be cured by “piecemeal con- 
sideration of individual cases,” the Hudson 
& Manhattan has asked the Interstate Com- 
merce Commission to institute an investi- 
gation into the operational practices of 
motor bus carriers between New York and 
the New York-New Jersey short-haul mass 
transportation area. The petition was filed 
in support of a similar petition submitted 
by the Westwood Transportration Com- 
pany on April 9. 

The H. & M. petition specifically called 
for an investigation of alleged unlawful 
practices by the bus carriers in connection 
with (1) the issuance of grandfather cer- 
tificates, (2) segmentation of separately 
certificated routes and (3) the description 
in applications and certificates of routes 
and termini, including extensions of exist- 
ing routes. 


O. D. T.’s King Calls for Drive 
on Car Repairs 


Deputy Director Homer C. King of the 
Office of Defense Transportation has 
called upon the railroads to turn every ef- 
for toward reducing bad order cars to a 
minimum. The call went out in June, 27 
letters to J. J. Pelley, president of the 
Association of American Railroads, and 
J. M. Hood, president of the American 
Short Line Railroad Association, who 
were assured that the railroads would re- 
ceive O.D.T. backing in their efforts to 
obtain any repair materials in short supply. 

“The continuing increase in the number 
of railroad cars awaiting repair as noted 
from information reaching us impels me 
to repeat our insistence that the railroads 
turn every effort towards reducing bad 
orders to a minimum,” Mr. King said. 
“Reports coming to us now of serious 
shortages of box, refrigerator and hopper 
cars raise grave doubts as to the ability of 
the railroads to meet fully the rapidly 
growing demands of domestic production 
and the famine food export program. 

“Colonel Johnson has handled with you 
separately the question of the railroads 
ordering additional new cars and I know 
that you are giving that problem immedi- 
ate consideration. New cars must be 
obtained as quickly as possible, both to 
increase ownership and to replace equip- 
ment which must be retired but new car 
production cannot solve the present car 
supply dilemma. It is obvious that the 
major relief must come once again through 
more prompt repair of existing equipment. 
The railroads should strive to reduce the 
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percentage of cars awaiting repair from 
the present figure of 4.9 per cent to the 
war time record when for many months 
it was below 3 per cent. 

“I am writing, therefore, to request you 
to urge the railroads in the strongest pos- 
sible terms to devote the energies and ex- 
penditures necessary to reduce the bad 
order figures to war time levels. I am 
aware that material shortages have been 
very harmful in delaying car repairs and 
we have been working towards adjustment 
of car lumber prices to remedy what ap- 
pears to be the most serious part of the 
difficulties. We have achieved some suc- 
cess in this respect on Douglas fir prices 
and we expect adjustment of Southern 
pine car lumber prices within the week. 

“In reference to steel shortages, we have 
received definite assurance from C.P.A. 
of their readiness to give assistance in any 
hardship cases which we bring to their 
attention. If material shortages are at the 
bottom of the increases in bad order cars 
we believe that we can rgive direct help in 
expediting the movement of the bottleneck 
items. The carriers should be encouraged 
to bring such problems to our attention.” 


I. C. C. Gets Complaint in 
L. & N. “Jim Crow” Case 


Two negroes who are plaintiffs in a 
$50,000 damage suit against the Louis- 
ville & Nashville have made the alleged 
incident on which the suit is grounded the 
basis also for a complaint to the Inter- 
state Commerce Commission, charging that 
road with violations of the Interstate Com- 
merce Act. The complainants are James 
E. Stamps of Chicago and Ennis L. 
Powell of Charleston, W. Va. 

As noted in the Railway Age of June 
22, page 1227, where the filing of the 
suit on their behalf was reported, they 
allege that they were ejected from a table 
outside the curtained section allocated to 
negroes in a dining car of an L. & N. 
train on which they were traveling with 
first-class accommodations (a drawing 
room) between Nashville, Tenn., and 
Cincinnati on March 17. 


American Barge Line Awarded 
“Grandfather” Certificate 


The Interstate Commerce Commission, 
Division 4, has granted a certificate under 
the “grandfather” clause of the Interstate 
Commerce Act’s Part III to the American 
Barge Line Company, authorizing continu- 
ance of operations as a common carrier by 
water in the performance of general tow- 
age, and by non-self-propelled vessels with 
the use of separate towing vessels in the 
transportation of commodities generally be- 
tween ports and points along the Ohio river 
and Illinois waterway and along specified 
parts of the Monongahela, Allegheny, Kana- 
wha, Cumberland and Mississippi rivers. 
The report is in No. W-552. 

Chartering operations whereby American 
leases vessels to shippers for the transpor- 
tation of their own property and to other 
carriers were found by the commission to 
be common carriage, “directly competitive” 
with the common-carrier service covered 
by the certificate authorized. The holding 
of a permit covering the chartering while 
the applicant also holds the authorized cer- 





tificate, the report went on, “would not be 
consistent with the public interest and the 
national transportation policy.” 

Other findings dismissed the “grandfath- 
er” clause application to the extent that it 
covered operations previously authorized 
under the Inland Waterways Corporation 
Act between points on the Monongahela, 
Ohio, and Mississippi; and assigned for 
hearing “at a time and place to be here- 
after fixed” that portion relating to claimed 
rights on the upper Mississippi. 


New Rules Governing Refunds 
Proposed by Pullman 


Regulations designed to supplant wartime 
restrictions which have been in effect since 
1942 and to govern refunds on unused 
sleeping car tickets are included in a pro- 
posed tariff which has been filed with the 
Interstate Commerce Commission by the 
Pullman Company. The proposed rules, 
which Pullman seeks to make effective 
August 1, are expected to result in a 
more orderly distribution of sleeping car 
accommodations. They are the result of a 
study by Pullman and conferences with 
railroad executives. 

They provide that railroad ticket agents 
may refund the full amount paid for a 
sleeping car ticket only if the space cov- 
ered by the ticket is released not later 
than the day preceding departure of the 
car for which it is sold. When space is 
released later than the day before de- 
parture or after departure of the train, or 
not released at all, the amount of the re- 
fund under the proposed regulations will 
depend upon the resale of the particular 
accommodation either by the agents or the 
conductor. However, refund on tickets 
covering such space will be made only by 
sending the tickets to the main office of the 
Pullman Company in Chicago. 


Car Service Orders 


Various Interstate Commerce Commis- 
sion service orders which had been sthed- 
uled to expire June 30 were amended last 
week by the commission to extend the ex- 
piration dates to October 31. The orders 
with the extending amendment shown in 
parenthesis are: 

Service Order No. 354 (Amendment No. 
3) directing connections of the Toledo, 
Peoria & Western to reroute trraffic which 
cannot be handled by that strike-bound 
road; Service Order No. 340 (Amendment 
No. 2) which provides minimum weights 
for westbound carload freight transferred 
by railroads at transfer points west of the 
Mississippi river; Service Order No. 381 
(Amendment No. 2) which requires prompt 
forwarding from Mobile, Ala. of cars 
comprising trainload shipments of bauxite 
ore; Service Order No. 454 (Amendment 
No. 1) which provides preference in car 
supply and in delivery at ports for foreign 
relief foodstuffs; and Service Order No. 
461 (Amendment No. 1) which requires 
the Salt Lake & Utah to allow joint use 
of its terminals by the Bamberger, Denver 
& Rio Grande Western and Union Pacific. 

Amendment No. 1 to Service Order No. 
523 became effective June 28, amplifying 
that order’s provisions for the protection 
of through routes and joint rates formerly 
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applicable via junctions closed as a result 
of court orders authorizing receivers of 
the Pittsburg, Shawmut & Northern to 
suspend operations and embargo traffic over 
portions of that road’s line north of Boli- 
var, N. Y., and south of Hyde, Pa. 


N. Y. Failed to Get Ex Parte 
162 Tariffs Suspended 


Turning down a telegraphed request 
from New York State’s attorney general, 
Nathaniel L. Goldstein, the Interstate 
Commerce Commission on June 28 voted 
not to suspend the tariffs which the rail- 
roads filed on that day to make effective 
on July 1 the temporary freight rate in- 
creases averaging 6.5 per cent authorized 
by the commission in its June 20 report 
in Ex Parte 162. Also turned down was 
Mr. Goldstein’s other request for an inter- 
pretation of the Ex Parte 162 order in its 
relation to the additional 5 per cent in- 
crease authorized in Official Classification 


territory. 
Mr. Goldstein had thought that one of the 
ordering paragraphs, which _ stipulated 


that the present findings did not supersede 
or modify the commission’s order in the 
No. 28300 investigation of the class rate 
structure, indicated that the commission 
might not have intended to superimpose the 
additional 5 per cent in the East. He also 
suggested that some violation of the in- 
junction staying the No. 28300 order might 
be involved. 

The docket shows that this part of the 
New York attorney general’s wire was 
answered in abrupt fashion by the com- 
mission’s chief counsel, Daniel W. Knowl- 
ton, whose July 1 wire to Mr. Goldstein 
read as follows: “Answering your tele- 
gram to Chairman Barnard with respect to 
clarification of the Interstate Commerce 
Commission’s order in Ex Parte 162, 
I am instructed to advise that the order 
appears to have been correctly understood 
by the railroads and others and it is be- 
lieved that it is clear and speaks for itself.” 

The New York attorney general re- 
ceived advice of the commission’s refusal 
to suspend the tariffs in a brief wire from 
I. C. C. Secretary W. P. Bartel. 


Sets Additional Ex Parte 162 
Hearing Dates 


Dates and places have been set by the 
Interstate Commerce Commission for 
additional sessions to follow Chicago’s 
July 22 opening of hearings on those 
phases of the railroads’ Ex Parte 162 
petition which seek to establish the pro- 
posed 25 per cent increase in freight rates 
on a permanent basis and to continue pres- 
ent passenger fares without expiration 
date. The commission’s decision granting 
freight rate increases averaging 6.5 per cent 
pending the further hearing was reported 
in the Railway Age of June 29, page 1262. 

The now-announced hearings following 
the Chicago sessions will be held August 5 
at the Statler hotel, Buffalo, N. Y.; 
August 8 at the Atlanta Biltmore hotel, 
Atlanta, Ga.; and August 12 at the Galvez 
hotel, Galveston, Tex., and at the Utah 
hotel, Salt Lake City, Utah. The notice 
from I. C. C. Secretary W. P. Bartel said 


it was anticipated that “a commissioner. 
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will be present at each ot the hearings 
assigned outside of Chicago” Division 2, 
consisting of Commissioner’s Aitchison, 
Mahaitie, Splawn and Alldredge, is in 
charge of the case. 

Mr. Bartel also said that testimony “of 
a general nature and testimony relating to 
interterritorial rate questions and prob- 
lems” would be expected at the Chicago 
sessions. He added that the commission 
also expected that “issues and problems 
particularly affecting interterritorial traffic 
in Central Freight, Illinois Freight, and 
Western Trunk-Line territories will like- 
wise be presented at the Chicago hearing.” 

The I. C. C. secretary attached to his 
notice a copy of the “special rules of 
practice” to be applied for purposes of all 
the hearings. Among other things, these 
special rules say that persons appearing 
in opposition to the railroad petitions will 
be considered as protestants, and may be 
heard without the filing of petitions of 
intervention. They also embody a call for 
simplification of presentations, “strongly” 
urging that persons finding themselves with 
common interests “shall, to the greatest 
possible extent, endeavor to consolidate 
their presentation of testimony, and ar- 
range for cross-examination by as few 
counsel as possible.” The same course, 
the special rules add, “should be followed 
upon oral argument.” 

There is also a request that evidence be 
carefully prepared “with a view to concise- 
ness and clarity, and so as to avoid un- 
necessary extraneous, immaterial, and ir- 
relevant matter, and undue accumulation of 
testimony or of witnesses upon any point.” 
Moreover, the evidence “should be factual 
in character, and argument should be re- 
served for the oral argument stage, and 
not be incorporated in testimony.” 

Witnesses who expect to read from 
written statements are warned that they 
should have sufficient copies thereof; but 
it is suggested that such statements be 
prepared and offered as verified state- 
ments instead of being submitted orally 
from the witness stand. Verified state- 
ments will be received for the record in 
the absence of objection; and they may be 
mailed, addressed to the commission at the 
hotels in the cities in which the proceedings 
are assigned for hearings. 

Persons who desire to be heard are 
advised that they can facilitate matters 
by sending notice by letter or telephone 
to the commission at Washington, stating 
the number of witnesses, the places at 
which they will attend hearings, and the 
approximate amount of time necessary for 
presentation of direct testimony. Such 
notices should reach the commission 
“prior to July 17.” 


Motor Carrier Costs 


The Interstate Commerce Commission 
has issued “as information” a study en- 
titled “The Meaning and Significance of 
the Out-of-Pocket, Constant, and Joint 
Costs in Motor Carrier Operation,” which 
was prepared in the Bureau of Transport 
Economics and Statistics under the direc- 
tion of Ford K. Edwards, head cost 
analyst. The study, a document of 32 
mimeographed sheets, is Statement No. 
4614 of the Bureau. 


Director W. H. S. Stevens of the Bureau 
identifies it in the preface as the “second 
study of a series dealing with the analysis 
of transportation costs,” the first having 
been “Rail Freight Service Costs in Vari- 
ous Rate Territories of the United States,” 
which was introduced in the No. 28300 
investigation of the class rate structure 
and published in 1943 as Senate Document 
63, 78th Congress, first session. 

The present study’s introductory state- 
ment says that its purpose “is to provide 
such minimum description of the nature 
and characteristics of motor carrier costs 
as will give the reader an understanding 
not only of the principles underlying the 
segregation and treatment of the out-of- 
pocket (long-run variable) costs, the joint 
costs and the constant costs, but also of 
the economic significance which is at- 
tached to each of these elements of costs 
from the standpoint of rate making.” The 
statement adds that there was “no thought 
herein of making any new contribution to 
cost or rate theory; rather the endeavor 
is to portray the basic principles which 
have been evolved by those working in 
the field of transportation costs and the 
relation of these costs to rate making.” 


Cancels Chicago Hearings on 
Truck-Forwarder Agreements 


Canceling the previously-assigned July 
15 Chicago hearing, the Interstate Com- 
merce Commission has now announced 
that it will begin hearings July 8 at New 
York in the No. 29493 investigation which 
it has instituted for the purpose of deter- 
mining “reasonable, just and equitable terms 
and conditions under which agreements 
may be made for the utilization by freight 
forwarders of services and instrumental- 
ities of common carriers by motor vehicle.” 

The notice announcing this transfer of 
the opening session from Chicago to New 
York stated that there was no change in 
that part of the previously-announced sched- 
ule which calls for other New York ses- 
sions beginning September 9. 


Morse, Failing to Get Strike 
Probe, Issues Blast 


Failing to obtain Senate education and 
labor committee approval of his proposed 
investigation of events leading up to the 
settlement of the recent railroad strike, 
Senator Morse, Republican of Oregon, 
issued a July 1 statement asserting that 
if the investigation had been held it would 
have shown that the White House “mis- 
handled” the controversy and that J. J. 
Pelley, president of the Association of 
American Railroads, was “in league” 
with President Truman’s advisers. Intro- 
duction of the resolution followed denial by 
Administration spokesmen of the senator’s 
charge that the President, in delivering 
his May 25 strike message to Congress, put 
on “one of the cheapest exhibitions of 
ham acting I have ever seen, because he 
knew full well before he went to the 
rostrum what the position of the American 
railroad workers was.” 

Under the resolution the proposed inves- 
tigation would have been conducted by the 
committee on education and labor, and 
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before that committee’s adverse vote Sen- 
ator Morse had introduced an amendment 
which would have armed the investigators 
with power of subpena and provided them 
with $10,000 for expenses. 

“This afternoon,” the senator’s July 1 
statement said, “the Senate committee on 
education and labor voted against re- 
porting out my resolution, Senate Resolu- 
tion 278, calling for an investigation of the 
events leading up to the settlement of the 
railroad strike on May 25, 1946. Every 
Democrat on the committee voted against 
my resolution and every Republican on 
the committee voted for it. The opposition 
votes of the Democrats is clear evidence 
that the Democrats are afraid to face such 
an investigation because they well know 
that the evidence disclosed at such an 
investigation should show that the White 
House completely mishandled the recent 
railroad controversy. Such an investigation 
would also show that Mr. J. J. Pelley, 
president of the Association of American 
Railroads and the representative for the 
carriers in the dispute, was in league with 
the White House advisers in doing the 
great injustice that was done to the 
legitimate rights of railroad workers in 
the country involved in the dispute.” 


Lack of Specialties Retards 
Passenger Car Deliveries 


Only 15 railroad passenger cars — the 
same as April’s production—were built in 
May, according to Civilian Production Ad- 
ministrator John D. Small’s latest “Month- 
ly Report on Civilian Production.” The 
report discloses that the backlog on firm 
orders total 2,886 cars, of which 2,463 are 
for domestic roads and 423 for export; and 
it attributes the delay on shipments to car- 
riers to slow deliveries of specialties and 
component parts, including air conditioning 
equipment, generators, lighting equipment, 
seats, roller bearings and hardware nec- 
essities. 

The report adds that the shortage of ma- 
terials resulting from the coal strike was 
the chief contributing factor to the decline 
of freight car production during May, when 
4,022 cars were manufactured compared 
with 5,251 during the previous month. The 
total of freight cars on order was put at 
approximately -85,000, including 41,500 for 
domestic use and 43,500 for export. 

May production of locomotives totaled 
146 steam engines—9 for domestic use and 
137 for export—and 66 Diesel-electrics, of 
which 62 were for domestic roads. Produc- 
tion of locomotives returned to normal in 
May, following an extended work stoppage 
in April, the report says. 


Brazilian Transportation Head 
Visits I. C. C. 


Colonel Edmundo Nacedo Soares, minis- 
ter of transportation and public works of 
Brazil, recently visited the offices of the 
Interstate Commerce Commission in Wash- 
ington, D. C., as the guest of Commissioner 
Clyde B. Aitchison. Colonel Soares re- 
turned a visit made by Commissioner 
Aitchison to Brazil last year, as noted in 
Railway Age, March 3, 1945, page 431. 


Equipment and 
Supplies 





LOCOMOTIVES 


The CHILEAN State RAri_ways_ have 
ordered 12 steam locomotives of the 4-8-2 
type with a 5\%4-ft. gage from the Baldwin 
Locomotive Works. 


Construction 





Hampton & BRANCHVILLE.—Division 4 
of the Interstate Commerce Commission has 
authorized this road to extend its line from 
Hampton, S. C., to connect with the Sea- 
board Air Line at Luray and with the 
Southern near Lena, a total distance of 
approximately 12 miles. The proposed con- 
struction is the result of a situation arising 
out of the refusal of the Atlantic Coast Line 
to extend its transit rates on materials 
processed at the Hampton plant of the Ply- 
woods-Plastics Corporation to iraffic inter- 
changed with the applicant, thus leaving the 
latter unable to compete for a haul on a 
substantial part of the plywood company’s 
business. 

The plant is served directly by the ap- 
plicant and in part by the Charleston & 
Western Carolina, an A. C. L. affiliate 
which has a joint-track arrangement with 
the H. & B. over the latter’s property under 
an agreement terminable on 30 days’ notice. 
The C. & W. C. connects with the Walter- 
boro branch of the A. C. L. at a point 17 
miles from Hampton, thus giving that sys- 
tem its own route to the plant. The A. 
C. L. was among the protestants, other ob- 
jectors being communities located along its 
Walterboro branch. In acting favorably on 
the application, the commission imposed 
conditions calculated to allay fears express- 
ed by the objectors. 

The conditions are: (1) the applicant 
shall agree that if within five years from 
July 21, the effective date of the commis- 
sion’s order, the A. C. L. is permitted to 
abandon its line from Walterboro, S. C., 
to Ehrhardt, [the Walterboro branch], it 
will purchase that property for a price 
equivalent to its fair net salvage value and 
continue the operation thereof in the event 
the certificate authorizing abandonment is 
so conditioned and the applicant is not oth- 
erwise released from such obligation by the 
I. C. C.; (2) the H. & B. shall agree to 
permit the C. & W. C. free access to all 
portions of the plants operated by the Ply- 
woods-Plastic Corporation at Hampton so 
long as that industry shall be operated, pro- 
vided that the C. & W. C. bears its fair 
proportion of the cost of installations, 
changes, repair, maintenance and upkeep of 
any tracks which may be involved and 
jointly used; (3) the H. & B. shall agree 
to permit the C. & W. C. free access on 
similar terms to any other industry that 
hereafter may be established at Hampton, 
to which it may control the means of entry, 
provided that the C. & W. C. shall by 
July 21 enter into an agreement with the 





H. & B. that the latter shall likewise be 
permitted free access on similat terms to 
any industry to which the C. & W. C. may 
control the means of entry and (4) no divi- 
sion may be established by the H. & B. with 
the Seaboard or Southern in connection 
with traffic handled over the extension that 
has the effect of according the H. & B. a 
greater proportion of the revenues on any 
commodities than does the division con- 
temporaneously in effect for like rates on 
the same commodities in connection with 
the A. C. L. or the C. & W. C.,, except 
upon prior approval by the I. C. C. 

Commissioner Mahaffie, dissenting, said 
that in his judgment the record did not sup- 
port the finding of public convenience and 
necessity requisite for the grant of the 
certificate sought. For him, the record was 
“persuasive” that the remedy “is appro- 
priately provided in the statute in regula- 
tory clauses rather than through the means 
of granting authority for additional con- 
struction which is not otherwise required.” 
Additional details were given in Railway 
Age of February 9, page 341, where Ex- 
aminer Jerome K. Lyle’s proposed report 
was noted. 


New York, NEw Haven & Hartrorp.— 
This road has been authorized to under- 
take a project which includes the installa- 
tion of an annealing furnace, the removal 
and relocation of forges, a blower and an 
air hammer at the locomotive shops in 
Readville, Mass. The approximate cost 
will be $32,000. 


The Norrotk & WESTERN plans to spend 
approximately $3,000,000 on its line between 
Portsmouth, Ohio, and Cincinnati, to pro- 
vide speedier, safer and more efficient move- 
ment of traffic over the line, it has announc- 
ed. Invitations to bid on various phases of 
the project—such as highway changes, 
bridges, culverts and grading, etc.—were 
sent to a number of contractors. The pro- 
gram is expected to be completed in about 
one year. 

The project includes the installation of 
centralized traffic control on 96 miles of the 
line between Vera, Ohio, and Clare; chang- 
ing the location of about 4% miles ef 
track between Mineral Springs and Plum 
(about 27 miles west of Portsmouth), and 
changing the grade of the track for a dis- 
tance of about two and one-half miles be- 
tween Plum Run and Peebles. The project 
will eliminate several curves and a severe 
grade of Beaver Pond hill. 


Abandonments 





CaLirorniA, SHASTA & EASTERN.—This 
road has applied to the Interstate Com- 
merce Commission for authority to aban- 
don 15.3 miles of line between Bella Vsta, 
Calif., and Anderson. 


Forpyce & Princeton.—This road has 
applied to the Interstate Commerce Com- 
mission for authority to abandon 5.9 miles 
of line between Fordyce, Ark., and Ivan. 


Furnt River & NorTHEASTERN.—This 
road has applied to the Interstate Com- 
merce. Commission for authority to aban- 
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dion its entire 23-mile line from Pelham, 
Ga., to Ticknor, including terminal facili- 
ties at Pelham. 


GAINESVILLE MiIDLAND.—This road has 
applied to the Interstate Commerce Com- 
mission for authority to abandon that por- 
tion of its line between Belmont, Ga., and 
Monroe, approximately 32 miles. The ap- 
plicant also asks authority to abandon oper- 
ation under trackage rights over the Geor- 
gia at Monroe. 


LouisvitLE & NASHVILLE. — Division 4 
of the Interstate Commerce Commission 
has authorized this road to abandon its 
so-called Connellsville branch, which ex- 
tends approximately 1.34 miles between 
oe ig Junction, Ala., and Connells- 
ville. 


New York, New Haven & Hartrorp.— 
Trustees of this road have applied to the 
Interstate Commerce Commission for 
authority to abandon an 8-mile New York 
harbor car float line between Oak Point 
and Pier 38, East river. 


Pittssurc County.—This road has ap- 
plied to the Interstate Commerce Commis- 
sion for authority to abandon its entire line, 
the main segment of which extends from 
McAlester, Okla., to Hartshorne, a distance 
of 18.44 miles. 


SouTHERN Paciric.—The certificate is- 
sued in Finance Docket No. 12791, which 
authorized abandonment by the Southern 
Pacific Company, the Central Pacific and 
the Southern Pacific of certain lines in Ala- 
meda, Calif., and the abandonment of oper- 
ation by the Interurban Electric of lines in 
Alameda and San Francisco counties, 
Calif., as reported in Railway Age, Novem- 
ber 16, 1940, page 778, has been modified 
by Division 4 of the Interstate Commerce 
Commission to impose employee-protection 
conditions similar to those imposed in the 
precedent-setting Burlington case, 257, I. 
C. C. 700. The proceedings (F. D. No. 
12792 was also involved) were reopened 
upon petition of the Brotherhood of Rail- 
road Trainmen, and the roads agreed to the 
certificate’s modification. 


Supply Trade 





Don C. Wilson has retired as vice- 
president, railway sales, Edison Storage 
Battery division, Thomas A. Edison, Inc. 


The New York Belting & Packing 
Co., of Passaic, N. J., is celebrating its 
100th anniversary this year. 


The railroad department of the Ash- 
ton Valve Company, Chicago, has been 
moved to 140 South Dearborn street, Chi- 
cago 3. 


The H. K. Porter Company has an- 
nounced the removal of its Boston, Mass., 
office to 294 Washington street, room 735, 
Boston 8. 


The railroad sales division of the Rust- 
Oleum Corporation, Evanston, IIl., has 
expanded the sales territory of Joseph 
M. Welles to include the entire Pacific 
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coast area. Mr. Welles will work ex- 
clusively in railway sales from headquar- 
ters at 5421 Santa Fe avenue, Los Angeles, 
Calif. 


Carlos F. Noyes, retired former comp- 
troller of the Baldwin Locomotive 
Works, has been elected a director and a 
member of the executive committee. 


James McComb, C. P. Corrigan and 
R. P. McClave have been appointed to the 
sales staff of the Ramapo Ajax division of 
the American Brake Shoe Company. 


Buckley M. Byers has been appointed 
assistant manager of the New York office 
of the A. M. Byers Company. Mr. Byers 
will be in charge of export sales. 


Thomas G. Franzreb and Donald 
Keating have been appointed to the tech- 
nical service division of Turco Products, 
Inc. 


Charles W. T. Stuart, whose election as 
vice-president in charge of sales of the 
Safety Car Heating & Lighting Co., 
Inc., with headquarters in New York, was 
announced in the Railway Age for June 8, 
is a graduate of the Drexel Institute of 
Technology. He began his business career 





Charles W. T. Stuart 


with the Baldwin Locomotive Works in 
1908. After being employed in the motive 
power department of the Pennsylvania from 
1909 to 1924, he joined Safety Car Heating 
& Lighting in the latter year as a sales 
representative. 

In 1933, Mr. Stuart was appointed South- 
eastern district manager for the company 
and Philadelphia, Pa., manager of the 
Vapor Car Heating Company. In Septem- 
ber, 1943, he was appointed assistant to the 
president of Safety Car Heating & Light- 
ing, holding that position until his recent 
promotion. Mr. Stuart is the author of the 
book “Car Lighting by Electricity”, which 
was originally published in 1921 and 1922 
as a series of articles in the Railway Elec- 
trical Engineer. 


Robert K. Spofford, formerly assistant 
purchasing agent of the Okonite Com- 
pany, Passaic, N. J., has been appointed 
purchasing agent to succeed the late George 
S. Hayes. 


Leon A. Paddock retired on July 1 as 
president of the American Bridge Com- 
pany and the Virginia Bridge Company. 


His successor as head of these subsidiaries 
of the United States Steel Corporation has 
not yet been announced. 


The Detrex Corporation has announced 
that the new location of its administrative 
staff and plant headquarters is 14331 Wood- 
row Wilson avenue, Detroit, Mich. All 
mail and general operational matters should 
be referred to box 501, Roosevelt Park an- 
nex, Detroit 32. 


Frederick A. Stevenson, president of 
the American Car & Foundry Company, 
has been elected a member of the executive 
committee of the Carter Carburetor Cor- 
poration, wholly-owned subsidiary of 
American Car & Foundry. John L. Far- 
rell was elected a director of Carter Car- 
buretor. 


Carroll A. Sinclair, recently returned 
from service in the Far East as an Ameri- 
can counter-intelligence agent, has been ap- 
pointed sales representative by the Whit- 
ing-Adams Company, Inc., paintbrush 
manufacturers of Boston, Mass. Mr. Sin- 
clair’s sales area includes Texas—where he 
will have headquarters in Dallas — Okla- 
homa, Arkansas and Louisiana. 


William P. Husband, Jr., president and 
treasurer of the Ashton Valve Company, 
Cambridge, Mass., has been elected also 
president and treasurer of the Crosby 
Steam Gage & Valve Co., Boston, Mass. 
Substantial advantages will accrue to the 
customers of both companies as a result of 
joint management, it was announced. Im- 
provement in products and the elimination 
of duplication will reduce operating costs. 


Paul D. Mallay, who has been man- 
ager, railroad division, in the sales depart- 
ment of the Lukens Steel Company and 
its: subsidiaries, the By-Products Steel Cor- 
poration and Lukenweld, Inc., resigned on 
June 24. Mr. Mallay announced that he 
plans to organize his own business as a 
manufacturers’ agent to service the railroad 
industry, but has not yet determined where 
he will make his headquarters. 


The Atlas Lumnite Cement Company 
has been merged into the Universal Atlas 
Cement Company, it was announced by 
the latter firm. Both companies are wholly- 
owned subsidiaries of the United States 
Steel Corporation. The organization of the 
former Atlas Lumnite Cement Company 
will be known as the Lumnite division of 
Universal Atlas Cement, with headquarters 
at 135 East 42nc’ street, New York 17. 


The United States Steel Supply Com- 
pany, a subsidiary of the United States 
Steel Corporation, has resumed the opera- 
tion of its Boston, Mass., warehouse after 
more than 3% years’ service to the Navy 
as a depot in the handling of war material. 
C. D. Surette, Jr., has been appointed dis- 
trict manager to head the Boston organiza- 
tion. Plans are being made, it was an- 
nounced, for the installation of new equip- 
ment which will facilitate the service of the 
warehouse to steel users in the Boston 
market area. 


Frank K. McDanel, vice-president in 
charge of manufacturing operations of the 
American Bridge Company (a subsidiary 
of the United States Steel Corporation), 
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has been elected president of American 
Bridge and of the Virginia Bridge Com- 
pany, with headquarters at Pittsburgh, Pa. 
He succeeds Leon A. Paddock, who has 
retired. Austin J. Paddock, manager of 
the American Bridge Gary (Ind.) plant, 
has been elected vice-president in charge 
of manufacturing operations of American 
Bridge, with headquarters also at Pitts- 
burgh, relieving Mr. McDanel, and Wil- 
liam A. Thiel, master mechanic, has been 
promoted to manager of the Gary plant, 
replacing Mr. Austin J. Paddock. 


OBITUARY 


William James George, assistant to the 
president of the Edgewater Steel Com- 
pany, died on June 17. He was 53 years 
old. Born in Lonaconing, Md., Mr. George 
attended the Carnegie Institute of Tech- 
nology. He had been connected with Edge- 
water Steel since the company’s organiza- 
tion in 1916. 


Financial 





BaLtrmorE & Onto.—Equipment Trust 
Certificates——This road has accepted a bid 
of 99.011 per cent of par made by the Phil- 
adelphia National Bank for $4,060,000 
equipment trust certificates, series Q, bear- 
ing yearly interest at the rate of 1% per 
cent and payable in ten equal annual install- 
ments, representing an interest cost to the 
company of 1.69 per cent. (For previous 
item, see Railway Age, June 22, page 1239.) 


Boston & Matine.—Acquisition—This 
road has applied to the Interstate Com- 
merce Commission for authority to acquiré 
the properties of the Troy & Bennington, 
except the right of the latter to exist as a 
corporation, for $301,600, a sum equivalent 
to $200 a share on the T. & B.’s outstand- 
ing capital stock plus incidental expenses 
expected to be incurred in connection with 
the acquisition. The applicant has operated 
the T. & B. under lease since 1900 and 
owned 90.3 per cent of its stock as of 
May 31. 


CANADIAN NATIONAL. — Acquisition. — 
The Canadian- House of Commons has 
passed a bill authorizing this road to pur- 
chase for $7,000,000 the Manitoba Railway 
Company, a wholly-owned subsidiary of the 
Northern Pacific. (For previous item see 
the Railway Age for June 22, page 1239). 


Cricaco NortH SHoreE & MILtwauKEE.— 
Reorganization.—The reorganization plan 
for the Chicago North Shore & Milwaukee 
was confirmed by Federal District Judge 
Michael L. Igoe, Chicago, on June 27, and, 
at the same time, he issued an order ap- 
proving the new board of directors recom- 
mended by the road’s trustees. The plan 
which will be retroactive to January 1 will 
be declared effective as soon as incorpora- 
tion papers are issued by the state of 
Illinois and the issuance of securities of 
the new company has been approved by the 
Illinois Commerce Commission and the Wis- 
consin Public Service Commission. The 
new corporation will issue 500,000 shares 
of no-par common stock, which will be ex- 
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changed for bonds of the present com- 
pany, and will assume various equipment 
trust obligations of the present corpora- 
tion. There will be no bonded indebted- 
ness. Nominated as directors of the new 
company are: Ralph A. L. Bogan, execu- 
tive vice-president, Greyhound Corp.: 
Ralph R. Bradley, general counsel for the 
trustees; Manferd Burleigh, president and 
general manager, Great Lakes Greyhound 
Lines; B. J. Fallon, chief executive officer 
of the North Shore; B. P. Lester, president 
Lester & Co., investment bankers; W. 
Irving Osbourne, Jr., president, Cornell 
Wood Products Company, and Hummel 
and Downing; James F. Stiles, Jr., vice- 
president and treasurer, Abbot Labora- 
tories; Glenn W. Traer, chairman of the 
board, Truax-Traer Coal Company; and 
Edgar L. Wood, attorney for the trustees 
of the road in Wisconsin. 


DELAWARE, LACKAWANNA & WESTERN. 
—Tax Appeal Dismissed—This road’s ap- 
peal against a 1945 franchise tax assess- 
ment of $1,580,740 has been dismissed by 
the division of tax appeals of the New 
Jersey State Department of Taxation and 
Finance. 


Denver & Satt Lake.—Annual Report. 
—Operating revenues of this road in 1945 
amounted to $3,451,863, compared with $3,- 
345,910 in the preceding year. Operating 
expenses totaled $2,618,016, compared with 
$2,678,415. Net income was $51,489 com- 
pared with $1,812. Current assets at the 
end of the year were $1,537,328, compared 
with $1,391,634. Current liabilities were 
$1,543,876, compared with $1,320,418. Long 
term debt was unchanged at $12,500,000. 


DututH, SoutH SHore & ATLANTIC.— 
Annual Report.—Operating revenues of this 
road in 1945 amounted to $4,061,969, com- 
pared with $4,306,704 in the preceding year. 
Operating expenses were $3,395,388, com- 
pared with $3,372,931. Fixed charges total- 
ed $895,549, compared with $896,496. The 
net deficit was $519,927, compared with a 
net deficit of $262,690. Expenses for main- 
tenance of way and structures totaled $841,- 
701, a decrease of 1.23 per cent under the 
figure reported for 1944. Expenses for the 
maintenance of equipment increased $4,820 


to $699,003. 


INDIANAPOLIS Union. — Refunding. — 
Division 4 of the Interstate Commerce 
Commission has authorized this road to 
issue $6,500,000 of 2% per cent series C 
refunding and improvement mortgage 
bonds, to be sold at 98.31 per cent of par 
and accrued interest, the price at which the 
issue had been sold (subject to commission 
approval) to a banking group headed by 
Halsey, Stuart & Co. Proceeds, together 
with other funds, will be applied toward the 
redemption of $7,679,000 of outstanding 314 
per cent, series B, refunding and improve- 
ment mortgage bonds, due March 1, 1986, 
and redeemable September 1 at 107 and 
accrued interest. The new issue, guar- 
anteed jointly by the New York Central and 
the Pennsylvania, and maturing June 1, 
1986, will be redeemable at 104 and accrued 
interest between June 1, 1947, and Decem- 
ber 1, 1954; at 10334 between December 1, 
1954, and December 1, 1962; at 10314 be- 
tween December 1, 1962, and December 1, 








1970, and from the latter date to December 
1, 1983 at par plus a premium of one-fourth 
of 1 per cent for each year or fraction 
thereof between the designated date of re- 
demption and December 1, 1983. On or 
about the latter date, they will be redeem- 
able at par. The decision also authorized 
the Cleveland, Cincinnati, Chicago & St. 
Louis to assume liability with respect to 
the bonds pursuant to an indemnification 
agreement dated January 29, 1931, between 
that company and the N. Y. C. 


LenicH VALLEY.—Tax Appeal Dismiss- 
ed.—An appeal by this road against a 1945 
franchise tax assessment of $999,775 has 
been dismissed by the division of tax ap- 
peals of the New Jersey State Department 
of Taxation and Finance. 


New York CENTRAL.—Annual Report.— 
Operating revenues of this road in 1945 
totaled $654,363,799, compared with $714,- 
963,385 in the preceding year. Operating 
expenses amounted to $580,680,970, com- 
pared with $531,839,633. Fixed charges 
were $44,075,835, compared with $46,187,- 
801. Net income was $24,412,525, com- 
pared with $35,789,939. Current assets at 
the end of the year were $273,215,388, a de- 
crease of $20,015,149. Current liabilities 
were $123,430,747, a decrease of $70,250,- 
499. Long term debt was $603,936,207, a 
decrease of $8,783,163. 

The work of the road’s industrial repre- 
sentatives continues to bear fruit, the report 
said. New industrial plants representing 
some of the largest producers in the coun- 
try, as well as others local in character, 
have been established or are in the process 
of construction along the lines of the New 
York Central. During the year, sites on 
the main and affiliated lines were selected 
for the construction of 406 new industrial 
plants, which will constitute important 
sources of future traffic, estimated to ex- 
ceed 200,000 cars annually. Many of these 
plants are now under construction, the re- 
port added. 


New York, Ontario & WESTERN. — 
R.F.C. Loan.— This road has applied for 
Interstate Commerce Commission approval 
of purchase by the Reconstruction Finance 
Corporation of $2,600,000 in equipment 
trust certificates. proceeds of which will be 
applied toward the payment of $2,908,500 
for 27 Diesel-electric locomotives, includ- 
ing 23 1,000-horsepower switching locomo- 
tives, two 1,500-horsepower freight locomo- 
tives and two 2,700-horsepower freight 
locomotives, to be purchased from the 
Electro-Motive Division of the General 
Motors Corporation. The equipment is *o 
be delivered in September. According to 
the applicant, the loan will be repaid from 
operating revenues and operating cost sav- 
ings. 


PENNSYLVANIA.—Dividend.—Directors of 
this road on June 26, in declaring a dividend 
of 50 cents a share on the capital stock, 
payable on July 30 to stockholders of rec- 
ord on July 6, pointed out that the dividend 
had not been earned currently but would 
be paid from the earnings of prior years. 
It was said that in view of the estimated 
deficit of more than $31,000,000 for the first 
six months of the year it had been neces- 
sary to draw on previous earnings to pay 
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increased wages and prices for materials 
and supplies. Because of this, the manage- 
ment concluded that the stockholders should 
receive consideration through a distribution 
from the same source. 


Pere Marquette. — Equipment Trust 
Certificates —This road has applied to the 
Interstate Commerce Commission for au- 
thority to assume liability for $850,000 in 
equipment trust certificates. to finance in 
part the acquisition of 200 50-ton automo- 
bile box cars (50 of them equipped with 
loaders) at a total cost of $1,083,874. 


Average Prices Stocks and Bonds 


Last Last 
July 2 week year 
Average price of 20 repre- 
sentative railway stocks.. 64.76 62.86 57.99 
Average price of 20 repre- 
sentative railway bonds.. 99.00 98.42 99.26 


Dividends Declared 


Atchison, Topeka & Santa Fe.—$1.50, payable 
September 3 to holders of record July 26. 

East Pennsylvania.—$1.50, semi-annually, pay- 
able July 16 to holders of record July 1. 

Norfolk & Western.—Common, $2.50, quarter- 
ly, payable September 10 to holders of record 
August 14; Adjustment preferred, $1.00, quart- 
erly, payable ugust 9 to holders of record 
July 17. 

Pennsylvania.—Irregular, 50¢, payable July 30 
to holders of record July 6. 

Reading.—25¢ quarterly, payable August 8 to 
holders of record July 11. 


Railway 
Officers 





EXECUTIVE 


Arthur S. Genet, whose appointment as 
assistant vice-president —- freight traffic, of 
the Chesapeake & Ohio and the Pere Mar- 
quette, with headquarters at Cleveland, 
Ohio, was announced in the June 29 issue 
of Railway Age, was born in 1910 at New 
York, and attended the United States Naval 
Academy, which he left to enter business 
in a position with the Bank of Manhattan. 





Arthur S. Genet 


Later, after serving as controller of the 
Central Coal Company and affiliated com- 
panies of New York, Mr. Genet joined the 
Metropolitan Coal Company of Boston in 
1941, as treasurer. He was appointed vice- 
president of that company in 1942, then vice- 
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president and controller of the National 
Carloading Company in 1943. Mr. Genet 
became president of the latter corporation 
in 1944, which was the post he held until 
his recent appointment as assistant vice- 
president for the C. & O. and the Pere 
Marquette. 


Charles J. Brister, vice-president — 
freight traffic, at New York, of the New 
York Central for more than 15 years, re- 
tired on July 1. 


F. E. Bates, executive assistant of the 
Missouri Pacific Lines, at St. Louis, Mo., 
has been promoted to senior executive as- 
sistant in charge of the Gulf Coast Lines 
and the International-Great Northern, with 
headquarters at Houston, Tex., succeeding 
Paul J. Neff, whose election to chief ex- 
ecutive officer of the system, was reported 
in the Railway Age of June 1. H. M. 
Johnson, chief traffic officer, has been ad- 
vanced to executive assistant with head- 
quarters as before at St. Louis, replacing 
Mr. Bates. 

Mr. Bates was born at Allison, Iowa, 
on January 3, 1889, and was graduated 
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from the University of Wisconsin in 1908. 
Following graduation he entered railroad 
service in the engineering department of 
the Chicago, Milwaukee, St. Paul & Pa- 
cific, but left the next year to go with the 
Kansas City Terminal as a draftsman. 
Eight months later he re-entered the serv- 
ice of the Milwaukee. Mr. Bates went with 
the Missouri Pacific on November 13, 1913, 
as an assistant engineer, and in 1919 he was 
promoted to assistant bridge engineer, On 
August 1, 1923, he was advanced to bridge 
engineer, and in July, 1938, he was pro- 
moted to chief engineer. In June, 1945, he 
was advanced to the position he held at the 
time of his new appointment. 


James N. Flowers, vice-president and 
general counsel of the Gulf, Mobile & 
Ohio, at Mobile, Ala., has been elected 
vice-president, law, with the same head- 
quarters. 


C. E. Huntley, whose election as presi- 
dent of the Tennessee Central was reported 
in the Railway Age of June 29, was born 
in 1897, in Norwalk, Conn., and received 
his higher education at Syracuse uwniver- 
ity, where he received the LL.B. degree in 
1920. Prior to completing his education he 
served in the United States armed forces 


during World War I, and later was em- 
ployed by the Pennsylvania. Upon his 
graduation from the university, he entered 
the field of corporation finance and invest- 
ment banking in Philadelphia, Pa., and 
subsequently became an investment analyst 
and consultant to commercial banks, in- 
surance companies and investment brokers. 
Mr. Huntley has specialized in the field of 
railroad statistics and finance, and is the 
author of several volumes on these sub- 
jects. 


Alfred Blauel, freight traffic manager 
of the Erie, with headquarters at Chicago, 
has been appointed assistant vice-president 
at New York, succeeding L. B. Burford, 
who retired on June 30 after 44 years’ 
service. 


FINANCIAL, LEGAL AND 
ACCOUNTING 


Everett R. Vaughn, assistant general 
attorney of the St. Louis Southwestern at 
St. Louis, Mo., has been promoted to gen- 
eral attorney, with the same headquarters. 


Y. D. Ward, claim agent of the St. 
Louis Southwestern, has been promoted to 
general claim agent, with headquarters as 
before at Pine Bluff, Ark., succeeding S. G. 
Seabrook, who has retired after more than 
40 years of service. 


G. W.. Oakley, assistant auditor of rev- 
enues of the Erie, has been appointed audi- 
tor of disbursements, with headquarters as 
before at Cleveland, Ohio, succeeding J. G. 
Austin, whose retirement was reported in 
the June 29 issue of Railway Age. 


Jay G. Corn, whose promotion to as- 
sistant general auditor of the Texas & 
Pacific, with headquarters at Dallas, Tex., 
was reported in the Railway Age of June 
15, was born at Jacksboro, Tenn., on Feb- 
ruary 12, 1896, and received his higher edu- 
cation at the Oklahoma A. & M. college, 
Stillwater, Okla. He entered railway serv- 
ice on May 4, 1915, in the accounting de- 
partment of the T. & P., serving in various 
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minor capacities, and then was granted a 
leave of absence to serve overseas with the 
American Expeditionary Force during 
World War I. Mr. Corn returned to the 
T. & P., in July, 1919, and was appointed 
chief bill clerk, later being promoted con- 
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secutively to assistant general bookkeeper, 
general bookkeeper, general accountant, 
chief clerk to the general auditor and as- 
sistant to the general auditor, holding the 
latter position at the time of his new ap- 
pointment. 


E. R. Belt, general auditor of the St. 
Louis-San Francisco at St. Louis, Mo., 
has been promoted to chief accounting of- 
ficer, with the same headquarters, succeed- 
ing G. B. Perkins, who has retired after 
38 years of service. 


Donald S. Wright, assistant general 
counsel of the Gulf, Mobile & Ohio, at 
Mobile, Ala., has been promoted to general 
counsel, with the same headquarters, suc- 
ceeding to the duties of James N. Flowers, 
whose election as vice-president, law, is 
reported elsewhere in this issue. 


V. N. Wahlberg, whose promotion to 
general auditor of the Great Northern with 
headquarters at St. Paul, Minn., was re- 
ported in the Railway Age of June 8, was 
born at St. Paul on October 3, 1888. He 
entered railway service in 1904 in the ac- 
counting department of the Great North- 
ern, holding various positions until 1912 





V. N. Wahlberg 


when he was advanced to field engineer on 
construction and on valuation at St. Paul. 
In 1918 he was further advanced to assist- 
ant valuation accountant, becoming engi- 
neering accountant two years later. In 
1929 Mr. Wahlberg was promoted to as- 
sistant general auditor, with headquarters 
as before at St. Paul, the position he held 
at the time of his new appointment. 


Ralph Blaisdell, chief accounting officer 
of the Florida East Coast, whose retire- 
ment was announced in the June 22 issue 
of Ratlway Age, was born on August 23, 
1864, at Hanover, N. H., and entered rail- 
road service in 1885 as a clerk for the 
Boston, Hoosac Tunnel & Western (now 
the Boston & Maine), and subsequently 
served a number of lines as auditor, and in 
other important financial posts. In 1918 he 
became federal auditor of all Union Pacific 
transportation lines in the northwest, and 
in 1920, treasurer of the United States Rail- 
road Administration with headquarters at 
Washington, D. C. From 1924 to 1926, 
Mr. Blaisdell represented banking and other 
interests in various industrial corporations, 
then in 1927 joined the Florida East Coast 
as general auditor, with headquarters at St. 
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Augustine, Fla., where in 1931 he advanced 
to the position from which he has now re- 
tired. 


C. E. Coomes, whose appointment as 
chief accounting officer of the Florida East 
Coast, with headquarters at St. Augustine, 
Fla., was announced in the June 22 Rail- 
way Age, entered railway service in 1901 





C. E. Coomes 


as a clerk for the Illinois Central, Kentucky 
division. Within a few months he became 
accounting assistant at Louisville, Ky., 
where he was advanced to chief division 
accountant in 1905. In 1914, Mr. Coomes 
joined the Interstate Commerce Commis- 
sion (Division of Valuation) at Chat- 
tanooga, Tenn., remaining there until May, 
1917, when he went with the Florida East 
Coast as special accountant at St. Augus- 
tine. He was appointed auditor in 1921, 
and maintained that post until his recent 
promotion. 


James W. Myers, whose retirement as 
assistant comptroller of the Baltimore & 
Ohio, with headquarters at Baltimore, Md., 
was announced in the June 1 issue of Rail- 
way Age, was born at Baltimore on Octo- 
ber 15, 1887, and entered railroad service 
on March 3, 1903, as a messenger in the 
office of the auditor of disbursements of the 
Baltimore & Ohio. He held various clerical 
positions in that office from 1903 until April, 
1918, when he became clerk of the United 
States Railroad Administration at Wash- 
ington, D. C. He returned to the Balti- 
more & Ohio in August, 1918, as statistian 
in the office of the auditor of disbursements, 
and in March, 1920, he became chief clerk 
to the comptroller. On December 1, 1941, 
Mr. Myers was appointed general account- 
ant, a position which he held until his ap- 
pointment in 1943 to the post from which he 
recently retired. 


OPERATING 


T. P. Crymes, road supervisor of the 
Illinois Central at Memphis, Tenn., has 
been appointed trainmaster, with the same 
headquarters, succeeding R. E. Lees, who 
has been assigned to other duties. 


C. L. Beals, general superintendent of 
the Florida East Coast, with headquarters 
at St. Augustine, Fla., has been named chief 
operating officer in charge of transportation 
and maintenance of way there. F. L. 
Aitcheson, assistant general superintend- 








ent, has been appointed assistant chief op- 
erating officer, with headquarters as before 
at St. Augustine. The office of general 
superintendent has been abolished. 


W. D. Thompson, superintendent of the 
Lake Erie & Northern and the Grand River, 
has been appointed manager, with head- 
quarters as before at Preston, Ont., succeed- 
ing M. W. Kirkwood, who retired on 
June 30. 


A. D. Hanson, assistant to the general 
manager of the Union Pacific at Omaha, 
Neb., has been promoted to general superin- 
tendent of the Idaho division and of the Utah 
division north of Salt Lake City (Utah) 
with headquarters at Salt Lake City. Mr. 
Hanson was born at Elkhorn Neb., on Feb- 
ruary 20, 1899, and entered railway service 
on May 9, 1917, as a stenographer of the 
Union Pacific at North Platte, Neb. Dur- 
ing 1918 and 1919 he served in the military 
service, returning to the Union Pacific to be 
consecutively a timekeeper, freight brake- 
man, clerk, night report clerk, car distribu- 
tor and secretary to the general superin- 
tendent at North Platte. In 1933 Mr. Han- 
son was granted a leave of absence to serve 
as secretary to Wyoming’s Governor Leslie 





A. D. Hanson 


A. Miller and as secretary of the Wyoming 
State Board of Charities and Reform, and 
the Board of Pardons. Upon his return 
to the railroad he became secretary to the 
vice-president in charge of operations at 
Omaha, and then was appointed chief clerk 
to the executive assistant, with headquar- 
ters at Los Angeles, Cal. In August, 1942, 
he was advanced to the position he held at 
the time of his new appointment. 


J. T. Singent, personnel assistant to 
the vice-president of the Union Pacific at 
Omaha, Neb., has been advanced to as- 
sistant to the generak manager, personnel, 
with the same headquarters, succeeding A. 
D. Hanson, whose promotion to general 
superintendent, with headquarters at Salt 
Lake City, Utah, is reported elsewhere in: 
this column. 


Ellis I. Smith, whose appointment as 
superintendent of telegraph of the Atlantic 
Coast Line, with headquarters at Wilming- 
ton, N. C., was announced in an earlier 
issue of Railway Age, was born on October 
19, 1906, at Newton, Mass., and was grad- 
uated from Virginia Polytechnic Institute 
(electrical engineering) in 1931. He join- 
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ed the Western Union Telegraph Company 
that year at Jacksonville, Fla., as electrical 
apprentice, and soon advanced to division 
traffic superintendent at Atlanta, Ga., where 
he served as relief dispatcher and chief op- 
erator during 1934 and 1935, subsequently 
holding similar positions at various points 





Ellis L. Smith 


throughout the South. In 1938, Mr. Smith 
became night traffic manager at Nashville, 
Tenn., and later trac manager there. He 
entered military se: ic. in February, 1942, 
as a second lieutenant in the U. S. Army, 
and after serving as chief signal officer at 
Washington, D. C., spent 34 months in 
Africa and Europe before his release in 
March of this year. Mr. Smith’s appoint- 
ment as superintendent of telegraph for the 
A. C. L. became effective on May 1. 


Archibald S. Waller, whose promotion 
to division superintendent of the Baltimore 
& Ohio, with headquarters at Newark, 
Ohio, was reported in the Railway Age of 
June 8, was born at Washington, Ind., on 
October 20, 1895. He entered railway 
service on September 8, 1910, as a freight 
trucker at Washington, subsequently hold- 
ing various minor positions until March 1, 
1917, when he was advanced to yardmaster, 
with the same headquarters. He entered 





Archibald S. Waller 


the armed forces to serve during World 
War I in the latter year, returning to the 
B. & O., in September, 1919, as night gen- 
eral yardmaster, with headquarters at 
Washington, being advanced to general 
yardmaster four years later. On March 15, 
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1937, Mr. Waller was promoted to assistant 
trainmaster, with headquarters at Akron, 
Ohio, and in December of the same year he 
became trainmaster. On May 1, 1944, he 
was advanced to assistant division super- 
intendent, with headquarters at Washing- 
ton, the position he held at the time of his 
new appointment. 


TRAFFIC 


W. B. Battle, chief clerk of the pas- 
senger traffic department of the Texas & 
Pacific at Dallas, Tex., has been promoted 
to assistant to the passenger traffic man- 
ager, with the same headquarters. 


C. E. Thomas, commercial agent of the 
Gulf, Mobile & Ohio, has been promoted 
to division freight agent, with headquarters 
at Mobile, Ala., succeeding J. F. Ross, 
who has retired. 


R. H. Holter, whose appointment as 
general passenger agent of the Baltimore 
& Ohio, with headquarters at Baltimore, 
Md., was announced in the Railway Age 
of May 25, was born on June 29, 1909, at 
Upper Falls, Md., and entered railroading 





R. H. Holter 


in 1928 as a messenger for the B. & O. at 
Baltimore, where he has since served con- 
tinuously. After advancing through the 
posts of office boy, clerk and stenographer, 
he became train secretary in 1933, secre- 
tary to the assistant general passenger 
agent later that year, and secretary to the 
general passenger agent, eastern lines, in 
1936. Mr. Holter was appointed rate clerk 
in 1937, and advanced to assistant general 
passenger agent in January of this year. 
His promotion to general passenger agent 
became effective on May 16, 


Frank P. Soen has been appointed gen- 
eral agent of the New York Central, with 
headquarters at Boston, Mass., succeeding 
C. J. Cook, who has retired after 48 years 
of service. Joseph D. Gunther has been 
named coal traffic agent at Boston. 


John H. Hague, whose appointment as 
freight traffic manager in charge of sales 
and service of the Baltimore & Ohio, with 
headquarters at Baltimore, Md., was an- 
nounced in the June 8 issue of Railway Age, 
was born on January 24, 1897, at Larimore, 
N. D., and attended Bishop’s college, Que- 
bec, and Purdue university. After service 


in the U. S. Naval Aviation Corps during 
World War I, Mr. Hague entered railroad- 
ing with the Boston & Maine in 1919, leavy- 
ing the next year to join the Central of 
Georgia as freight solicitor. He went with 
the B. & O. as traveling freight agent at 
Boston in 1923, and was appointed suc- 





John H. Hague 


cessively as freight representative in New 
York in 1929, district freight representative 
at San Francisco, Cal., in 1934, transferring 
to Cincinnati, Ohio, in 1936, and assistant 
general freight agent at Washington, D. C., 
in 1939. He was promoted to general 
freight agent at Washington in 1941, trans- 
ferring to St. Louis, Mo., in 1943, where 
he remained until his recent advancement 
became effective on June 1, 1946. 


James A. Argo, whose appointment as 
freight traffic manager of the Canadian Na- 
tional, with headquarters at Toronto, Ont., 
was announced in the June 22 issue of Rail- 
way Age, was born at Norval, Ont., on 
July 18, 1892, and entered railroading in 
1911 in the engineering department of the 
Canadian Northern Ontario (now the C 
N. R.). In 1916 he enlisted in the Cana- 
dian army and served overseas until 1919, 





James A. Argo 


when he returned to railway service for the 
C. N. R. at Toronto. After holding clerical 
positions there and at Montreal, Que., Mr. 
Argo became office assistant to the vice- 
president in 1927, then chief of the tariff 
bureau in 1930, and assistant general freight 
agent in 1939. He was appointed general 
freight agent at Montreal in 1940, trans- 
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MORE LIMA-BUILT 2-8-4's 







ordered for Fast Freight Service 














HE Chesapeake and Ohio fleet of Lima-built steam power 
will be increased by the addition of ten 2-8-4 type locomo- 
tives. These powerful steam locomotives will be of the K-4 Class 
and will be used by the C & O to augment the locomotives of this 
class already in service. 


This re-order of steam power is another step in the C & O’s pro- 
gressive campaign to prepare for handling peacetime traffic as 
efficiently as they met wartime transportation needs. 
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SECURITY 
CIRCULATORS 


are a good investment... 


for any one of these 


important reasons 


They improve the circulation of the water in 
the boiler. 


They aid in maintaining the steaming ca- 
pacity of the boiler. 


They reduce honeycombing, flue plugging ~ 
and cinder cutting. 


They permit the use of a 100% arch, and 
prolong the life of arch brick. 
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ferring to Toronto in 1945, which post he 
maintained until his recent promotion. 


George F. Mills, division freight agent 
of the Erie at Jamestown, N. Y., has been 
promoted to general agent, with headquar- 
ters at Los Angeles, Cal. Robert T. Phil- 
lips, has been appointed division freight 
agent at Jamestown, succeeding Mr. Mills. 


George A. Lamb, freight traffic man- 
ager of the Erie, has been appointed coal 
traffic manager, with headquarters as be- 
fore at Cleveland, Ohio. Charles R. 
Martin, assistant general freight agent 
there, has been named to succeed Mr. 
Lamb, while Dwight C. Kelsey succeeds 
Mr. Martin. 


J. W. Phipps, Jr., whose appointment 
as general freight traffic manager of the 
Baltimore & Ohio, with headquarters at 
Baltimore, Md., was announced in the June 
8 issue of Railway Age, was born at Tow- 
son, Md., on October 8, 1895. He entered 
the service of the Baltimore & Ohio as 
clerk at Baltimore, later advancing to 
stenographer and secretary at Chicago, then 
at New York, then at Pittsburgh, Pa., and 
returning to Chicago and Baltimore. He 
served in the American Expeditionary 





J. W. Phipps, Jr. 


Forces in France for a year during World 
War I, then returned to the B. & O. in 
1920 as traveling industrial agent at Pitts- 
burgh. He was promoted to industrial 
agent at St. Louis, Mo., in 1924, then divi- 
sion freight agent at Baltimore in 193]. 
Mr. Phipps was named assistant general 
freight agent at Washington, D. C., in 
1937, transferring to Cleveland, Ohio, in 
1939, then advancing. to general freight 
agent at Philadelphia, Pa., in 1941. He 
maintained the latter post until his recent 
appointment. 


Clifford C. Hahne, whose promotion to 
assistant freight traffic manager of the Mis- 
souri Pacific, with headquarters at St. 
Louis, Mo., was reported in the Railway 
Age of June 15, was born at St. Louis on 
September 7, 1903. He entered railway 
service on April 13, 1922, as a clerk of the 
Missouri Pacific at St. Louis, subsequently 
serving in various clerical and secretarial 
capacities in the accounting and traffic de- 
partments until January 1, 1938, when he 
was advanced to general agent, with head- 
quarters at Shreveport, La. On October 
16, 1941, Mr. Hahne was promoted to gen- 
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eral freight agent at St. Louis, and one 
year later he was transferred to Houston, 
Tex., remaining in that location until his 
new appointment. 


W. J. Honan, whose appointment as 
assistant freight traffic manager of the Bal- 
timore & Ohio, with headquarters at New 
York, was announced in the Railway Age 
of June 8, entered railroading in 1910 as a 
messenger for the B. & O. at New York. 
Remaining in that city, he advanced suc- 
cessively through various clerical positions, 
including mail boy, claim clerk, assistant 





W. J. Honan 


rate clerk, and export clerk, becoming chief 
clerk in the general export freight office in 
1920. Later that year, Mr. Honan was 
named freight representative, then was pro- 
moted to assistant foreign freight agent in 
1923. He became foreign freight agent in 
1928, and maintained this post until his 
advancement on June 1. 


F. J. Wild, general agent of the Erie 
at Jersey City, N. J., has been appointed 
assistant general passenger agent, with 
headquarters at New York, succeeding F. 
A. Waldron, who has retired after 48 years 
of service. J. H. Dimke, general agent at 
New York, has been transferred to Jersey 
City to succeed Mr. Wild, while R. H. 
Martin, city passenger agent at New York, 
succeeds Mr. Dimke there. 


Eric C. Hallberg, assistant freight traf- 
fic manager of the Erie at Chicago, has 
been appointed freight traffic manager there, 
succeeding Alfred Blauel, whose promo- 
tion is announced elsewhere in these col- 
umns. Fred M. Klitz, general freight 
agent at Chicago, succeeds Mr. Hallberg, 
while Hugh T. Sweeney, assistant gen- 
eral freight agent there, succeeds Mr. Klitz. 
Harry L. Visard has been named assistant 
general freight agent, succeeding Mr. 
Sweeney, and the post of chief of tariff 
bureau has been abolished. 


Russell E. Blumenstiel, assistant gen- 
eral passenger agent of the Seaboard Air 
Line at Tampa, Fla., has been appointed 
general passenger agent there. John W. 
Small, division passenger agent, has been 
named assistant general passenger agent, 
with headquarters as before at Norfolk, 
Va. E. R. Matthews, division passenger 
agent, has been appointed assistant general 
passenger agent, with headquarters remain- 
ing at St. Petersburg, Fla. C. W. Small, 
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division passenger agent at Savannah, Ga., 
has been named assistant general passenger 
agent there. James L. Carter, division 
passenger agent, has been appointed assist- 
ant general passenger agent, with head- 
quarters as before at Columbia, S. C. 


Effective July 1, the date of the merger of 
the Alton and the Gulf, Mobile & Ohio, R. 
A. Pearce, passenger traffic manager of 
the Alton, at Chicago, was given jurisdic- 
tion over passenger traffic matters of both 
the Alton and the G. M. & O., and after 
August 1 will maintain quarters at St. 
Louis, Mo. The former headquarters of 
the two roads, located respectively at Chi- 
cago and Mobile, Ala., will be moved to 
St. Louis when the necessary quarters are 
completed on August 1. In taking over the 
passenger traffic department of the G. M. 
& O., Mr. Pearce succeeds to the duties 
of P. E. Geil, whose appointment as vice- 
president of the Gulf Transport Company, 
a subsidiary of the G. M. & O., is reported 
elsewhere in this issue. 


Harold W. Kassling, whose promotion 
to general freight agent of the Missouri 
Pacific, with headquarters at Houston, Tex., 
was reported in the Railway Age of June 
15, was born at St. Louis, Mo., on May 
27, 1908, and is a graduate of Washington 
university, St. Louis. He entered railway 
service on April 1, 1929, with the Missouri 
Pacific where he held various clerical and 
secretarial positions until 1937 when he 
was advanced to traffic representative, with 
headquarters at St. Louis. For a short 
time thereafter he served as a clerk, and 
in August, 1940, he was promoted to spe- 
cial traffic representative, with the same 
headquarters. On October 1 of the latter 
year Mr. Kassling became supervisor of 
the freight traffic department at St. Louis, 
and on August 1, 1944, he was advanced 
to assistant general freight agent, with 
headquarters at Houston, the position he 
held at the time of his new appointment. 


C. H. Mathews, Jr., passenger traffic 
manager of the Pennsylvania system, with 
headquarters at Philadelphit, Pa., has been 
granted a year’s leave of absence, during 
which time he will be available for con- 
sultation and service. E. R. Comer, gen- 
eral passenger agent at New York, has been 
promoted to passenger traffic manager of 
the system at Philadelphia, and Homes 
Bannard, general passenger agent at 
Washington, D. C., succeeds Mr. Comer at 
New York. R. H. Clare, assistant gen- 
eral passenger agent at Philadelphia, has 
been named to succeed Mr. Bannard at 
Washington, while W. G. Savage, also 
assistant general passenger agent at Phila- 
delphia, retains the same designation, but 
has been promoted to Mr. Clare’s duties, 
and W. P. Eckfeldt, chief clerk to the 
general passenger agent at New York, 
has become assistant general passenger 
agent at Philadelphia, succeeding Mr. Eck- 
feldt. 


ENGINEERING & SIGNALING 


W. E. Kearfott, division engineer of 
the Akron division of the Baltimore & 
Ohio, with headquarters at Akron, Ohio, 
has been transferred to Punxsutawney, Pa., 
as division engineer of the Buffalo division. 
J. G. Collinson, division engineer at 
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With the increase in cost of fuel, it is of 
paramount importance to reclaim as much 


as practicable of the heat in exhaust steam. 


Boiler feedwater is the best medium for 


accomplishing this recovery. 


The most practical equipment to effect 
this reclamation is the Elesco exhaust 
steam injector. It recovers heat from ex- 
haust steam, feeds the boiler, saves fuel 


or increases boiler capacity. 
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Punxsutawney, has been transferred to Con- 
nellsville, Pa., on the Pittsburgh division, 
succeeding Guy Long, who in turn has 
been transferred to Akron, succeeding Mr. 
Kearfott. 


Gunnar Tornes, superintendent of 
bridges and buildings of the Chicago, Mil- 
waukee, St. Paul & Pacific, with head- 
quarters at Chicago, has retired after 40 
years of service. 


J. L. Loida, assistant chief engineer of 
the Illinois Terminal, at St. Louis, Mo., 
has been promoted to chief engineer, with 
the same headquarters, succeeding J. I. 
Catherman, who has retired after 34 years 


of service. 


I. H. Schram, chief engineer, mainte- 
nance of way, of the Erie, at Cleveland, 
Ohio, has been promoted to chief engineer, 
system, with the same headquarters, suc- 
ceeding J. W. Smith, who has retired after 
42 years of service with the Erie. Charles 
H. Splitstone, assistant chief engineer, at 
Cleveland, has retired after 40 years of 
service. B. Blowers, engineer, mainte- 
nance of way, at Youngstown, Ohio, has 
been promoted to chief engineer, mainte- 
nance of way, with headquarters at Cleve- 
land, succeeding Mr. Schram. H. J. 
Weccheider, division engineer at Jersey 
City, N. J., succeeds Mr. Blowers as engi- 
neer, maintenance of way, at Youngstown. 
L. H. Jentoft, division engineer at Sala- 
manca, N. Y., has been transferred to Jersey 
City to replace Mr. Weccheider. Louis 
Rossman, division engineer at Dunmore, 
Pa., has been transferred to Salamanca, 
where he replaces Mr. Jentoft. R. J. 
Pierce, assistant division engineer at Mar- 
ion, Ohio, succeeds Mr. Rossman as divi- 
sion engineer at Dunmore. J. G. Ainey, 
track supervisor at Hornell, N. Y., replaces 
Mr. Pierce as assistant division enginee: 
at Marion. 


G. E. Shaw, whose appointment as engi- 
neer of bridges for the Canadian Pacific, 
with headquarters at Montreal, Que., was 
announced in the June 29 issue of Railway 
Age, was born at Windsor, Ont., and was 
graduated from McGill University (M. S., 





G. E. Shaw 


civil engineering). He entered railroading 
in 1925 as a draftsman for the Canadian 
Pacific at Montreal, and advanced to be- 
come assistant engineer of bridges in 1941. 








He maintained this post at the time of his 
recent advancement. 


MECHANICAL 


R. B. Hunt, superintendent motive pow- 
er and machinery of the Florida East Coast, 
has been appointed chief mechanical officer, 
with headquarters as before at St. Augus- 
tine, Fla., and his former office abolished. 


Alfred-G. Hoppe, whose promotion to 
general superintendent of the locomotive 
and car departments of the Chicago, Mil- 
waukee, St. Paul & Pacific, with headquar- 
ters at Milwaukee, Wis., was reported in 
the Railway Age of June 1, was born at 
Milwaukee on May 9, 1895, and is a grad- 
uate of the University of Wisconsin. He 
entered railway service on October 15, 
1919, as a mechanical draftsman at Mil- 
waukee, and one year later was assigned to 
the test department where he was advanced 
to engineer of tests in December, 1927. In 
March, 1936, Mr. Hoppe was promoted to 
assistant mechanical engineer, with the 
same headquarters, and six years later he 
became assistant to the mechanical assistant 
to the chief operating officer, also at Mil- 
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waukee. In December, 1944, he was ad- 
vanced to assistant chief mechanical officer, 
the position he held at the time of his new 
appointment. 
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SPECIAL 


P. E. Geil, passenger traffic manager of 
the Gulf, Mobile & Ohio at Mobile, Ala., 
has been appointed vice-president, traffic, of 
the Gulf Transport Company (a subsidiary 
of the G. M. & O.) with the same head- 
quarters. 


John R. Grove, vice-president and gen- 
eral manager, R. E. Patterson, chief engi- 
neer, and J. F. Yerger, superintendent of 
telegraph and signals, all officers of the 
Lehigh Valley who have been located at 
Bethlehem, Pa., now have their headquar- 
ters at 143 Liberty street, New York, 6. 


OBITUARY 


Arthur G. Holt, who retired in 1938 
as assistant to the chief engineer of the 
Chicago, Milwaukee, St. Paul & Pacific, 
died in Evanston, Ill., on June 28. 


Clarence L. Persons, who retired in 
December, 1945, as assistant to the execu- 
tive vice-president of the Chicago, Burling- 
ton & Quincy, with headquarters at Chi- 
cago, died at his home in Waukegan, III., 
on June 30. A sketch of Mr. Persons’ 
career appeared in the Railway Age of 
January 26 in connection with his retire- 
ment. 


Edward W. Weast, who retired in 1945 
as freight claim agent of the Chicago & 
Eastern Illinois at Chicago, died at St. 
Petersburg, Fla., on June 26. Mr. Weast 
was born at Polo, Ill, on November 19, 
1880, and entered railway service with the 
Chicago, Burlington & Quincy in February, 
1902. In September of the same year he 
went with the Chicago Belt, handling un- 
dercharges, demurrage and adjustment of 
relief claims, with headquarters at Chicago. 
Three years later he was advanced to 
freight claim investigator, with the same 
headquarters. In 1909 Mr. Weast went 
with the C. & E. IL, as an investigator of 
loss and damage claims at Chicago, and 
a short time later he was promoted to chief 
clerk of the freight claim department. In 
July, 1943, he was advanced to the position 
he held at the time of his retirement. 





La Mothe’s “patent iron car” in use on the Erie in 1861 
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Your guess is as good as ours! But there is no guess- 


ing about the immediate future. The “HSC” 


electro-pneumatic brake is a development through 
a decade of actual operation. It has the necessary 
elements for safe and smooth operation of passenger 
trains. It is just as much a part of the modern 
passenger car as beautiful finish and luxurious 
appointments. Though “sight unseen” its smooth 


handling is the soothing touch to passenger comfort. 


For the large number of passenger cars now under 
contract most of the ordering railroads have specified 
“HSC” electro-pneumatic brake equipment. 














For your new-era passenger cars, specify com- 
plete “HSC” control. 


Electro-Pneumatic — improves sched- 
ules with flexibility and smoothness 


Speed Governor Control —for control 
of high braking forces 

**AP”’ Decelostat — for anti-wheel sliding 
protection 
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Operating Revenues and Operating Expenses of Class I Steam Railways 


Compiled from 129 monthly reports of fevenues and expenses representing 133 Class I steam railways 


Item 


Miles of 
month 
Revenues: 
Freight 

Passenger 

Mail rye ae 

Express 

All other operating revenues 
Railway operating revenues 


road operated at close of 


_ 


expenses : 
Maintenance of way and structures 
Depreciation 
Retirements 
Deferred maintenance 
Amortization of defense projects 
Equalization 
All other 
Maintenance of sypaeet 
Depreciation 4 
Retirements 
Deferred maintenance and major 
repairs 
Amortization of defense projects 
Equalization : 
All other 
Traffic 
Transportation—Rail line 
Transportation—Water line 
Miscellaneous operations 
General 
Railway operating expenses 
Net revenue from railway operations 
Railway tax accruals 
Pay-roll taxes 
Federal income 
All other taxes 
Railway operating income 
Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 
Net railway operating income 
Ratio of expenses to revenues (per 
cent) 


taxes 


Item 


Miles of 
month 
Revenues: 


road operated at close of 


Freight $1.77 


Passenger 
Mail 
Express 
All other operating revenues 
Railway operating revenues 


Expenses: 
Maintenance of way and structures 
Depreciation 
etirements 
Deferred maintenance 
Amortization of defense projects 
Equalization 
All other. ‘ ; 
Maintenance of equipment 
Depreciation 
Retirements 3 
Deferred maintenance 
repairs 
Amortization of defense projects 
Equalization oF = 
All other 
lraffic iat oe 
Transportation—Rail line 
Transportation—Water line 
Miscellaneous operations 
General 
Railway operating expenses 
Net revenue from railway operations 
Railway tax accruals 
Pay-roll taxes ; 
Federal income taxes 
All other taxes 
Railway operating income 
Equipment rents—Dr. balance 
Joint facility rent—Dr. balance 
Net railway operating income 
Ratio of expenses to revenues (per 
cent) 


and major 


* Decrease, deficit, or other reverse 


FOR THE MONTH OF APRIL, 


United States 


$411,819,296 
106,082,233 
10,745,639 
9,870,095 
28,184,237 
566,701,500 


96,690,438 
9,965,966 
861,522 
*557,020 
55,893 
"1,739,406 
88,103,483 
121,075,868 
18,514,965 
*30,857 


*292,936 
637,853 
178,827 

102,068,016 
13,699,143 
246,645,901 


9,995,090 
19,991,041 
508,097,481 
58,604,019 
36,010,093 
20,559,025 
*6,620,988 
22,072,056 
22,593,926 
9,270,299 
3,195,888 
0,127,739 


89.7 


FOR FOUR MONTHS 


> ?7 799 


770.743 ,906 
472,901,518 
$1,429,832 
32,943,518 
115,296,107 
*432,814,881 


374,155,879 
39,892,847 
2,275,979 
*1,813,548 
60,950 
12,807,764 
320,931,887 
492,870,292 
73,640,845 
*165,021 


» 076, 267, 784 


356.547,097 
190,762,670 
84,797,473 
17,591,846 
88,373,351 
165,784,427 
34,908,897 
12,041,156 
118,834,374 


85.3 


item. 


(Switching and Terminal Companies. Not Included) 





Eastern | Di strict 


—— as so 

1945 1946 
228,290 55,975 
$593,906,857 $155,668,403 
129,202,294 49,1 72,585 
10,656,783 3,846,330 
14,148,773 1,302,070 
30,659,583 13,343,585 
778,574,290 223,332,973 
105,964,770 34,111,056 
9,779,672 4,345,090 
699,024 208,315 
*617,153 *161,428 
2,148,322 12,095 
658,081 *703,711 
93,296,824 30,410,695 
136,949,605 51,775,510 
17,927,924 7,870,367 
*7,813 "Fae 
*194,804 *34,504 
17,712,417 292,868 
58,449 53,953 
101,453,432 43,706,484 
11,871,270 5,058,889 
250,242,590 107,032,080 
9,476,538 3,910,304 
16,982,639 7,805,316 
531,487,425 209,693,155 
247,086,865 13,639,818 
135,209,861 13,426,784 
19,204,165 8,521,980 
91,447,691 *4,248,564 
24,558,005 9,153,368 
111,877,004 213,034 
13,366,269 4,522,340 
3,445,409 1,656,933 
95 065,326 *5 966,239 
68.3 93.9 


228,300 


$2.311.557.3467 
527,932,125 
42,385,185 
54,695.744 
118,238,398 
+3,054,808,819 


400,038,820 
38,717,560 
1,859,391 
*1'452,373 
8,475,715 
16,856,394 
335,582,133 
544,334,241 
71,415,691 
*19,108 


*561,360 
69,143,948 
554,014 
403,801,056 
46,844,441 
1,007,366,051 
995 


38,238,304 
68,756,879 
2,105,579,731 
949,229,088 
545,810,822 
76,556,735 
371,659,027 
97,595,060 
403,418,266 
44,947,010 
13,525,949 
344,945,307 


68.9 


” 1945 


56,005 


$229,876,117 
53,534,683 
3,543,500 
3,893,397 
13,258,348 
304,106,045 


*40,584 
32,619,587 
56,230,520 

7,581,557 
1,945 


*8,973 
5.925, 3 
341 

53.609 
t. 50, 220 


112,044,701 





3,417,915 


34, 578, 175 
8,051,746 
16,474,636 
10,051,793 
49,294,614 
7,902,795 
1,755,733 
39,636,086 


72.4 


ENDED WITH APRIL, 


133,231,789 
17,264,628 
423,067 
*236,982 
43,724 
6,873,901 
108.863,451 
207.883,414 
31,054,646 
*68,070 


*133,937 
1,016,184 

* 33,180 
176,047,771 
19,411,592 
453,861,428 


16,390,700 
31,332,975 
862,111,898 
86,350,253 
60,696,518 
35,452,734 
*11,356,258 
36,600,042 
25,653,735 
15,719,137 
6,286.889 
3,647,709 


90.9 


56,008 


$279 754 


215 676, 243 


16,229'094 
51,974,650 
1,169,727,994 


146,852.899 
16,987,663 
401,548 
*322,830 

2, 583.601 
9,113,290 
118.089,677 
222,088,188 
30,093,143 


*2 099 


*10,100 


169,101,777 
16,71 5,703 
455,068,608 


14,106,018 
27,770,995 
882,602,411 
287,125,583 
132,160,881 
32,319,924 
59,634,785 
40,206,672 
154,964,702 
24,927,204 
6.742,305 
123,295,193 


75.5 


1946 AND 1945 


Southern District 
Braet 7 area Re: 
1946 1945 
43,286 43,329 
$75,543,616 $114,114,656 
18,815,633 25,422,607 
1,832,889 1,901,990 
1,620,132 2,188,737 
3,785,096 4,138,420 
101,597,366 147,766,410 
20,050,234 19,054,837 
1,614,059 1,629,518 
198,284 223,349 
*14,195 
22,493 373,854 
*339,711 377,826 
18,569,304 16,450,290 
21,232,105 25,979,576 
3,664,402 3,578,464 
*14,792 *3,513 
*51,741 
60,791 4,293,822 
170,686 81,966 
17,402,759 18,028.837 
2,550,457 2,225,954 
41,978,416 42,471,970 
1,443,047 1,493,752 
3,985,157 3,310,578 
91,239,416 94,536,667 
10,357,950 53,229,743 
7,074,706 33,708,184 
3,598,927 3,315,501 
*886,399 25,267,485 
4,362,178 5,125,198 
3,283,244 19,521,559 
386,214 521,077 
343,388 417,38? 
2,553,642 18,583,100 
89.8 64.0 
1946 AND 1945 
43,285 43,331 
£364.024.344 $456.780,296 
83,715,864 106,987,506 
7,190,857 7,528,909 
5,810,766 8,398,044 
15,991,919 16,834,168 
476,733,750 596,528,923 
78,639,613 72,990,429 
6,436,111 6,230,017 
389,570 462,046 
*438,463 . 
19,390 1,444,402 
2,287,810 3,949,232 
69,945,195 60,904,732 


90,041,709 
14,710,020 


*52,722 


*237,069 
337.094 
1,085,849 
74,203,537 
10,171,645 
181,078,110 


6,010,222 
15,646,500 
381,587,799 
95,145,951 
50,402,167 
15,219,470 
17,170,066 
18.012.631 
44,743.784 
*1,509,323 
1,465,385 
44,787,722 


80.0 


103,527,448 
14,313,655 
*8,800 


16,709.166 
450,888 
72,062,539 
8,863,855 
171,508,200 


6,071,241 
13,248,326 
376,209,499 
220,319,424 
140,370,235 
13,288,458 
106,528,217 
20,553,560 
79,949,189 
489,921 
1,447,805 
78,011,463 


63.1 









Western District 
—*~ gene, 
1946 1945 
128,539 128,956 
$180,607,277 $249,916,084 
38,094,015 50,245,004 
5,066,420 §,211,293 
6,947,893 8,066,639 
11,055,556 13,262,815 
241,771,161 326,701,835 
42,529,148 49,484,437 
4,006,817 3,887,440 
454,923 340,497 
*381,397 *421,320 
21,305 1,130,034 
*695,984 320,839 
39,123, 484 44,226,947 
48,068,253 54,739,509 
6,980,196 6,767,903 
*10,313 *5,345 
*206,691 *185,831 
284,194 7,492,972 
62,094 *1,176 
40.952.773 4 A70 ARE 
6,089,797 5,395,036 
97.605,405 95,/25.91 
13 
$,641,°39 4,564,871 
8,200,568 6,807,717 
207,164,910 216,717,502 
34,606,251 109,984,333 
15,508,603 66,923,502 
8,438,118 7,836,918 
*1,486,025 49,705,570 
8,556,510 9,381,014 
19,097,648 43,060,831 
4,361,745 4,942,397 
1.195.547 1.277.294 
13,540,336 36,846,140 
85.7 46.3 
128,543 128,961 
$731,605,943 $983,022,361 
186,391,727 205,268,376 
19,833,507 20,762,979 
23,661,167 30,068,606 
46,126,636 49,429,580 
1,007,618,980 1,288,551,902 
162,284,477 180,195,492 
16,192,108 15,499,880 
1,463,342 995,797 
*1,138,103 *1,129.543 
*2,164 4,447,712 
3,646,053 3,793,872 
142,123,241 156,587,774 
194,945,169 218,718,605 
27,876,179 27,008,893 
*44,229 *2,209 
*873,511 *551.260 
929.541 29,500,216 
167,874 126,225 
166.889,315 162,636,740 
23,973,972 21,264,883 
400,418,016 380,789, jes 
19,372,367 18,061,045 
31,574,086 27,737,558 
832,568,087 846,767,821 
175,050,893 441,784,081 
79,663,985 273,279,706 
34,125,269 30,948,353 
11,778,038 205,496,525 
33,760,678 36,834,828 
95,386,908 168,504,375 
20,699. 083 19,529,885 
4,288,882 5.335.839 
70,398,943 143,638,651 
82.6 65.7 


+ Railway operating revenues are after deduction of $887,806 for the four months ended with April 1946 and $13,727,451 for the four months ended 
for land grant deductions in dispute. 


with April 1945 to create a reserve 
Compiled by 


6 


the Bureau of Transport Economics and Statistics, Interstate Commerce Commission. Subject to revision. 
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‘ re 
Cross section of valve packing and 


bull rings showing butt-welded 
stud bolt (A) and follower ring (B) 























De 








Recent Applications: 
New York Central “6000” series (4-8-4) 
Other installations on Texas and Pa- 
cific, Great Northern, Akron, Canton 
and Youngstown, and Lehigh and New 
England. 








SEE THESE S nurs 2 


They save hours 
of shop time when 
renewing bull and 
packing rings on 


HUNT-SPILLER 
LIGHTWEIGHT VALVES 


Time was when replacing valve packing 
rings meant removing the rod and dis- 
assembling the valve. But with HUNT- 
SPILLER Light Weight Steel Valves a once 
difficult job becomes absurdly simple. Five 
nuts on butt-welded stud bolts hold a fol- 
lower ring on each end. With the follower 
ring removed, packing is easily and speedily 
renewed. Time is saved over the old way. 
And that is only one advantage of HUNT- 
SPILLER Light Weight Steel Valves. The 
Hunt-Spiller representatives can show you 
any number of reasons why these improved 
valves are best for replacement on old or 


installations on new power. 


HuNT-SPILLER MFG. CORPORATION 
383 Dorchester Ave. Boston 27, Mass. 


STEEL PISTONS AND VALVES 


HUNT-SPILLER 23st 


DUPLEX SECTIONAL PACKING 
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Current Publications 
PAMPHLETS 


How Can the Air Cargo Carrier 

H. Brittin. 20 pages. Published by 
Edward S. Evans Transportation Research, 
435 Woodward Building, Washington 5, 
D.C. Free. 

This pamphlet is an enlargement of a 
report made by Col. Brittin to the Second 
Joint Air Transport Users’ Conference in 
Washington, D. C., on March 12, 1946. 
The position of the freight forwarder, or 


freight consolidator, in air transportation is 
not entirely clear at the present time. A 
general freight consolidating service can 


be conducted only under a certificate of 
convenience and necessity issued by the 
Civil Aeronautics Board for that purpose. 
The pamphlet points out, however, that a 
limited air freight consolidating service can 
be conducted on a non-scheduled basis or on 
a contract basis, under certain conditions. 
It suggests that there should be established 
a classification of air carriers, known as air 
freight consolidators, and that this class of 
carriers should be exempted from certain 
provisions of the Civil Aeronautics Act. 


Pennsylvania Railroad’s 100th Anniver- 
sary and Lehigh Valley Railroad’s 100th 
Anniversary. Four pages each. Special | 
editions of Business Machines, dated April 
13, 1945, and April 30, 1946, respectively. 
Published by International Business Ma- 
chines Corporation, 590 Madison Ave., New 
York, N.Y. Free. 

Outlines and pictures the history and 
development of these companies. 





’ 
the Services of a Freight Forwarder?, by 
I 


there's a GRAYBAR man 


who can save you time in obtaining railroad lamps and lighting equipment, 
pole-line supplies, communication equipment, and electrical repair-shop 


supplies 


At strategic points throughout the nation, first-quality electrical items are 
conveniently available via Graybar. In the following list of Graybar warehouse 
locations, you'll find the name, address, and phone number of a Graybar 
man near you — a specialist who can help you obtain the electrical items 
you want with minimum delay. He’ll gladly answer any questions about 
technical aspects, deliveries, prices, or Graybar service. Graybar Electric 
Company ...in over 90 principal cities. Executive offices: Graybar Building, 


New York 17,N.Y. 


ALABAMA 
*Birmingham 3 — 1529-31 First Ave., N. 
Birmingham 4-1861 * J. A. Taylor 
R. L. Wear 
ARIZONA 
*Phoenix 2 — 434 West Madison Street 
Phoenix 3-6131 ¢ E. E. Leavy 


ARKANSAS 
Little Rock — 509 Exchange Bidg. 
J. C. English 


CALIFORNIA 


| *Los Angeles 12 — 201 Santa Fe Avenue 


Trinity 3321 * R. R. Lockhart * W. K. Means 
Oakland 4 — 222-24 Ninth Street 
Glencourt 5451 * M. L. Wilkins 


*Sacramento 1 — 1900 14th Street 


They Had Seven Months. 22 Pages. 
Published by the Netherlands Railways, | 
@/trecht, Holland. 

This booklet illustrates and describes 
what happened to the Netherlands Railways | 
under German domination. From the time | 
the country was invaded in May, 1940, until | 
September, 1944, when the railway men 
went on strike against the Germans, the 
lines remained intact. Then, when the 
strike occurred and the railway men went | 
underground, the Germans began a sys- 
tematic destruction of the lines. The book- 
let concludes with a section illustrating 
what has been done to restore the lines, 
and emphasizes the need for equipment and 
materials. 


Georgia Railroad & Banking Company, 
1833-1945 ; An Historic Narrative, by Mary 
G. Cumming. 111 pages. Printed by the 
Walton Printing Company, Augusta, Ga. 

A history of the company, based for the 
most part on material taken from the “min- 
utes of the stockholders’ and directors’ 
meeting augmented by old diaries and let- 
ters, by folklore and tradition, by clippings 
and reprints that date back more than a 
century”. 





The Story of a Pioneer; A Brief History | 
of the Florida East Coast Railway and Its 
Part in the Remarkable Development of the 
Florida East Coast. 40 pages, illustrations. | 
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Sacramento 2-1828 * A. R. Fryklund 


| *San Diego 1 — 720 State Street 


Franklin 1361 © W. D, Evans, Jr. 
*San Francisco 1 — Ninth & Howard Streets 
Market 5131 © J. M. Perlewitz 


COLORADO 
*Denver 2 — 18th and Blake Sis. 
Tabor 7116 © H. E. Woodring 


CONNECTICUT 
Hartford 6 — 344 Capito! Ave. 
Hartford 2-8266 
*New Haven 7 — 25 Union Street 
New Haven 8-4163 © G. C. Krenning 


DELAWARE 
Wilmington 3 — 1005-1007 W. Fourth St. 
Wilmington 4-6245 * L. E. Mcintyre 


DISTRICT OF COLUMBIA 
*Washington 2 — 1355 New York Ave., N.E. 
Trinidad 8080 ¢ R. E. Magnell 


FLORIDA 
*Jacksonville 1 — 12th & Main Sts. 
Jacksonville 5-6785 ¢ |. A. Williams 
Miami 30 — 835 Northwest First Ave. 
Miami 2-3168 ¢ J. E. Powell 
Orlande — 533-35 W. Central Ave. 
Oriando 6133 © H. E. Smitter 
Tampa 1 — 416 Ellamae Street 
Tampa 2601 © R. S. Robinson 


GEORGIA 


| *Savannah — 570 Indian St. 


Savannah 2-1121 © J. W. Horne 
*Atlanta 1 — 167 Walton St., N.W. 
Jackson 2261 * W. A. Northington 
G. Sweeney 
IDAHO 
Boise — 2227 Fairview Ave. 
Boise 6315 * L. Maynard Smith 





4674 


ILLINOIS 
*Chicago 7 — 500 So. Clinton St. 
Webster 2800 * E. J. O’Donnell 
J. J. O'Connor 
F. D. Wilson 
Peoria 2 — 212 E. State St. 
Peoria 4-8211 * W. W. Smilde 


INDIANA 
Hammond — 5830 Calumet Ave. 
Hammond 5830 © H. E. Werts 
“Indianapolis 7 — 400 W. Ohio St. 
Riley 7525 © L. E. Williamson 


IOWA 
Davenport — 206-210 East 5th St. 
Davenport 3-2769 * E. L. Johnson 
Des Moines 9 — 112 Elevertth Street 
Des Moines 3-8614 * 1. C. Esthus 


KANSAS 
Wichita 1 — 424 No. Rock Island Ave. 
Wichita 3-4294 © E. F. Linnerson 


KENTUCKY 
*Louisville 2 — 624-628 So. Sixth St. 
Jackson 1174 © C. H. Brown 


LOUISIANA 
*New Orleans 10 — 601 South Peters St. 
Canal 1-1667 © A. J. McCall 


MAINE 
*Portland 3 — Center & Commercial Sts. 
Portland 3-1761 * T. A. Huston 


MARYLAND 
*Baltimore 2 — 100 South Street 
Saratoga 5050 * J. D. Rhoads 


MASSACHUSETTS 
*Boston 16 — 287 Columbus Avenue 
Kenmore 4567 * R. L. Huse * G. J. Pink 
Springfield 5 — 453 Worthington Street 
Springfield 7-4373 © H. O. Edoff 
Worcester 8 — 165 Commercial Street 
Worcester 6-4311 * H. G. Rappel 


MICHIGAN 
*Detroit 1 — 55 West Canfield Ave. 
Columbia 5500 © J. D. Diver * W. E. Watson 
*Flint 1 — 118-122 E. Third St. 
Flint 2-4101 © T. R. Macaulay 
*Grand Rapids 2 — 432 Monroe Ave., N.W. 
Grand Rapids 8-1231 * H. G. Cook 
*Lansing 2 — 125 E. Shiawassee St. 
Lansing 4-5434 © S. E. Havens 


MINNESOTA 

*Duluth 2 — 320 West 1st Street 
Melrose 6646 * D. L. Harper 

*Minneapolis 15 — 824 South Fourth St. 
Geneva 1621 © P. B. Hansen 
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*St. Paul 1 — 145 East 5th Street 
Cedar 7491 © L. E. Luckman 


MISSISSIPPI 
*Jackson — 758 Ricks Street 
Jackson 3-6831 © A. N. Saxon 


MISSOURI 
*Kansas City 8 — 1644 Baltimore Ave. 

Grand 0324 © John Bevers * F. S. Davis 

E. H. Williamson * R. B. Uhrig 

*St. Louis 3 — 2642 Washington Ave. 

Newstead 4700 * Charles Newbill 

R. M. Peck 

NEBRASKA 
*Omaha 2 — 1120 Capitol Ave. 

Atlantic 5740 * D. L. Harper 


NEW JERSEY 


Newark 5 — 2 Liberty Street 
Market 2-5100 © H. A. Cobaugh 


NEW YORK 
*Albany 4 — 448 No. Pearl Street 
Albany 5-1564 © C. E. Kirkpatrick 
Buffalo 3 — 77-79 Swan Street 
Washington 3700 © K. L. Thielscher 
*New York 14 — 180 Varick Street 
Walker 5-8000 * C. R. Wharton 
Rochester 4 — 186 North Water Street 
Stone 5400 * J. A. Royce 
Syracuse 1 — 327 North West Street 
Syracuse 2-1281 * N. E. Olsen 


NORTH CAROLINA 


Asheville — 221 Patton Avenue 
Asheville 6002 * H. H. Hix 
*Charlotte 1 — 120 W. Morehead St. 
Charlotte 7177 * Y. P. King 
Durham — 303 South Duke Street 
Durham F-113 © L. A. Womeldorf 
Winston-Salem 1 — 321-327 Brookstown Ave. 
Winston-Salem 5173 * W. A. Moorefield 


OHIO 
Akron 9 — 255 James Street 
Franklin 2121 © H. M. Nazor 
*Cleveland 14 — 1010 Rockwell Ave. 
Cherry 1360 © A. R. Hicks 
*Cincinnati 2 — 310 Elm Street 
Main 0600 * Ned Muse ® J. V. Neal 
J. J, O'Keefe 
Columbus 15 — Third & Chestnut Sts. 
Main 5408 © C. E. Furber 
Dayton 2 — 332 West Monument Ave. 
Hemlock 1268 * R. P. Dunning 
Toledo 2 — 1700 Canton Street 
Main 8131 © A. R. Weaver 
Youngstown 1 — 211 N. Champion St. 
Youngstown 4-4578 * W. C. Robinson 


OKLAHOMA 
Oklahoma City 2 — 706 West Main St. 
Oklahoma City 3-9351 * W. A. Arthur 


OREGON 
*Portland 9 — Park & Flanders Sts. 
Broadway 1445 ° J. F. Ryan * Marvin Peck 


PENNSYLVANIA 
Allentown — 1941 Hamilton Street 
Allentown 3-3181 
Bethlehem 1.06575 V- | Hall 
Harrisburg — 400 So. Second Street 
Harrisburg 7303 © H. H. Binder 
*Philadelphia 7 — 910 Cherry Street 
Walnut 5405 ° W. W. Frazee, Sr. 
*Pittsburgh 22 — 37 Water Street 
Court 4000 * J. G. McNeely 
Reading — 22 South Third Street 
Reading 6231 © T. J. Hopkins 


RHODE ISLAND 
Providence 3 — 194-196 Richmond St. 
Dexter 8100 © E. Lum 


SOUTH CAROLINA 
Columbia — 1927 Main Street 
Columbia 2-2125 © J. H. Littleton, Jr. 


TENNESSEE 

Knoxville 30 — Henley St. & Union Ave. 
Knoxville 3-6171 * F. O. Andridge 

*Memphis 1 — 242 South 2nd St. 
Memphis 8-1207 © R. B. Sayre 

*Nashville 2 — 313-315 8th Ave. So. 
Nashville 6-7161 * S. L. Cook 


TEXAS 
*Amarillo — 701 East Third St. 
Amarillo 2-6778 * L. P. Bell 
Beaumont — Cypress & Hickory Sts. 
Beaumont 6921 * J. E. Fontaine 
Corpus Christi — 1310-1312 Agnes Street 
Corpus Christi 8012 © R. E. Broyles 
*Dallas 2 — 400 South Austin St. 
Central 6454 * A. Frank Hamm 
*Fort Worth 2 — 1605-1607 Commerce St. 
Fort Worth 2-3178 © E. F. Haling 
*Houston 1 — 2001 Commerce Street 
Charter 43561 * T. B. Paige 
San Antonio 8 — Hackberry & Duval Sts. 
Fannin 6274 * J. Emmet House 


UTAH 
*Salt Lake City 13 — 245 So. First West St. 
Salt Lake City 3-3894 * D. H. Hutchinson 


VIRGINIA 
*Norfolk 1 —323 West 21st St. 
Norfolk 2-2727 © L. E. Burford 
*Richmond 19 — 6th and Cary Sts. 
Richmond 2-2833 * W. A. Moorefield 
L. E. Walker 
*Roanoke 5 — Salem Ave. & Sixth St. 
Roanoke 8105 * W. E. James 


WASHINGTON 
*Seattle 4 — King & Occidental Sts. 
Main 4635 © R. J. Franzen 
*Spokane 8 — 152 South Post St. 
Riverside 3151 * C. A. Moon 
*Tacoma 1 — 2112 A Street 
Main 0166 © John Reine 


WISCONSIN 
Milwaukee 2 — 778 N. Milwaukee St. 
Marquette 1946 * R. J. Harkins 


*At these warehouses, there are Graybar men whe have special 
experience in handling railroad electrical requirements. 
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ELECTRICAL 
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Published by the Florida East Coast- Rail- 
way, St. Augustine, Fla. 

Outlines the story of Henry M. Flagler 
and his development of Florida hotels and 
the Florida East Coast Railway. It is well 
illustrated with railroad views and pictures 
of the hotels and cities which he helped 


build 


wcts for Industry List of Publications. 

tf Products Covered. May, 1946. 44 

pages. Prepared by the Bureau of the Cen- 
sus, Industry Division, Washington 25, D. C. 

This catalog lists all Facts for Industry 
releases available as of May 1, 1946, from 
the Current Manufactures Statistics Pro- 
eram of the Census Bureau. It includes re- 
leases of information collected by or for the 
War Production Board and the Civilian 
Production Administration during the war 
and reconversion periods by the Census 
Bureau or other federal agencies. 

The Facts for Industry series makes 
ivailable to manufacturers, trade groups, 
and other users of industrial data current 
figures that are useful to them in their day- 
to-day operations and forward planning. In 
addition to an up-to-date list of publica- 
tions in the series, this catalog provides an 
alphabetical index of over 3,000 products 
for which current or wartime information 


is available. 


Chaos in the Grain Trades. 47 pages. 
Published by the National Association of 
Commodity Exchanges and Allied Trades, 
Inc., 141 W. Jackson Boulevard, Chicago, 
lil. Free. 

This pamphlet contains statements on 
the world grain crisis presented before the 
Senate Committee on Agriculture on April 
23-24, 1946, by outstanding representatives 
of grain and milling trades and exchanges, 
with recommendations for correction of 
black market conditions and restoration of 
free markets. 


American Standards Association 1945-46 
Year Book. 112 pages. Published by the 
American Standards Association, 70 E. 
45th Street, New York 17,N. Y. Free. 

This is the first edition of this Year Book 
to be issued in several years. It contains 
a list of the officers and members of the 
association, a list of the members of the 
Standards Council, a review of the work of 
the association, a chart showing its setup, 
a list of, and an index to, approved Ameri- 
can standards and projects under develop- 
ment, the association’s constitution and by- 
laws, and an address list of officers, com- 
mittee members, member-bodies and associ- 
ate members. 


Summary Table of Statistical Returns of 
Railways of Great Britain, 1938 to 1944. 9 
pages. Printed and published by His Maj- 
esty's Stationery Office, York House, 
Kingsway, London, W.C. 2, England. Can 
be ordered in this country through the 
British Information Services, 30 Rocke- 
feller Plaza, New York 20, N. Y. Price, 
10 cents. 

1938 was the last year for which annual 
statistical returns of the British railways 
were published. Due to the fact that, dur- 
ing the war, it was necessary for the rail- 


























THINKING about adequate 


FIRE PROTECTION 
MR. EXECUTIVE? 


c-0-TWO 
ANSWERS ALL QUESTIONS 















































































c-0-TWO Kills Fire eee 
Saves Lives and Property 


Write today 
for’ modern fire protection information. , 


C-0-TWO FIRE EQUIPMENT COMPANY 


NEWARK 1 WEW JERSEY 
Sales and Service in the Principal Cities of United States and Canoda 
AFFILIATED WITH PYRENE MANUFACTURING COMPANY 
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roads to suspend the collection of some of 
the information they normally kept and to 
make certain changes in the basis of other 
particulars, it was not possible to provide 
a continuous record covering the war years 
of all the particulars previously published. 
Statistics in the present compilation include 
those on road mileage, equipment, traffic 
and train and engine mileage. 


Catalog of American Standards. 23 
pages. Published by the American Stand- 
ards Association, 70 E, 45th Street, New 
York 17,N. Y. Free. 

This booklet constitutes a revised list of 
standards approved to date by the American 
Standards Association. The 845 standards 
listed include definitions of technical terms, 
specifications for metals and other materials, 
dimensions, safety provisions for the use of 
machinery, methods of work and methods 
of test for the finished product. The 
standards are widely used throughout in- 
dustry since they represent agreement on 
the part of maker, seller and user groups 
as to the best possible practice at the time 
of approval. The 154 American war stand- 
ards listed are now being reconsidered for 
their possible value as American standards 
in connection with peacetime production. 


The Transport Situation in Europe, com- 
piled by the European Central Inland Trans- 
port Organization, 40 Grosvenor Square, 
London, W.1, England. No. 6, March, 
1946, 56 pages. Price, five shillings. 

Outlines transport developments in the 
various European countries and brings up 
to date the statistics on cars and locomotives 
and traffic. 


Books 


State Management & Control of Railways 
in India; A Study of Railway Finance, 
Rates and Policy During 1920-37, by L. A. 
Natesan. 496 pages. Published by Univer- 
sity of Calcutta, Calcutta, India. Price, ap- 
proximately $3.60. 

This study was undertaken to examine 
the results of state management of Indian 
railways during 1924-37. It attempts a 
critical review of the working of the Sepa- 
ration Convention, which essayed the task 
of reconciling state management with com- 
mercial principles of operation. It contains 
many statistical series, a bibliography and a 
detailed index. 


Trains, Tracks and Travel, by T. W. Van 
Metre. Seventh Edition, 423 pages, tllustra- 
tions. Published by Simmons-Boardman 
Publishing Corporation, 30 Church Street, 
New York 7,N. Y. Price, $3.50. 

This book tells the story of the develop- 
ment of the railroad network during the 
past century. The reader is told how a 
railroad is built, how trains are made up, 
how passengers are made comfortable on 
transcontinental trips, how our railroads 
went to war and many other things that 
are involved in the operations of the rail- 
roads. While the book was originally writ- 
ten for boys it has evolved into one with 
enough detail to be of general adult inter- 
est. The book is well illustrated and sev- 
eral new photographs have been included in 
this edition. 
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WAi7hen SHAFTS 


were shaped 
like this... 


“STANDARDS” 
Double - Acting 
10-ton Steam Hammer 
was a pace-maker 


A steam-operated, all-metal hammer was 
still a bit of an innovation in 1874 . 
but not for Standard Steel. A ten-ton, 
double-acting model, imported from Eng- 
land, had already been turning out quality 
forgings for American industry for six 
years. 

Standard’s capacity has grown with 
demand . and today the forge shop 
has a yearly output of about 15,000 tons of locomo- 
tive forgings from the 14 steam hammers and lighter 
steam hydraulic presses, and 30,000 tons of heavier 
miscellaneous forgings from the heavier presses. All 
phases of the heating and mechanical working of 
ingots into forgings has been developed to a high 
degree of perfection, through careful and continu- 


ing study and research. These painstaking methods 


pay valuable dividends in service. When you need 





“STANDARDIZE ON STANDARD" 





FOR YOuR 


‘ \ | &e -* = 


Me 
- wa F be 
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forgings, you'll find that an excellent way to sim- 


plify your buying is to “Standardize on Standard.” 


@ BALDWIN 


FORGINGS AND CASTINGS 


The Baldwin Locomotive Works, Standard Steel Works Division, 
Burnham, Pa., U.S.A. Offices: Philadelphia, New York, Chicago, 
St. Louis, Washington, Boston, San Francisco, Cleveland, Detroit, 


Pittsburgh, Houston, Birmingham, Norfolk 


FORGINGS AND CASTINGS 
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Geared steam turbine locomotive, elimi- 


nated valve motion, piston rods and other 


reciprocating parts. 
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LOOK TO BALDWIN 


Here are a few examples of Baldwin’s leadership in the 
locomotive field — each, one of the world’s first 

locomotives of its type. 
Baldwin offers you the accumulated experience of 
more than a century of locomotive building, 
supplemented by progressive engineering 
methods and modern production 
facilities. May we discuss your motive 


power problems with you? 















































TRUSCON METAL 






Truscon Metal Lath in- 
spires beautiful arches, 
coves, plaster fireplaces, 
curved walls and stair- 
ways. 


Truscon Metal Lath and Plaster is sound-resis-/ 
tan? as well as fire-resistant. Building codes i 
all principal cities specify Metal Lath fo 
schools, hospitals, theatres and buildings in} 
congested areas, for its fire-resistive qualities 










ON STEEL COMPANY 


Reg, US. Pat. OF 
YOUNGSTOWN 1, OHIO « Subsidiary of Republic Steel Corporation 
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Truscon Metal Lath inspires striking designs 
and distinctive interiors. 

This strong, flexible plaster base permits the easy 
construction of curves, angles and unusual 


designs, over large or small areas. 


Truscon Metal Lath meets all requirements of modern 
construction. It assures stronger, better, longer- 
lasting walls and ceilings. It grips the plaster, 
locking it firmly around the steel strands, even 


though subjected to violent shocks and vibration. 


Write for descriptive bulletin showing complete 


line of Truscon Metal Lath and Accessories. 


Manufacturers of a Complete Line of Steel Win- 
dows and Mechanical Operators... Industrial 
Steel Doors... . Steel Joists... Metal Lath... 
Complete Steel Buildings ... Steeldeck Roofs 
... Reinforcing Steel... Radio Towers. . 
Steel Boxes and Platforms ... Foundry Flasks 
. . » Weltruss Crossings. . 
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THE 
POWER OF A NIAGARA 
PACES THE 


BOCA AKEL 
FREIGHTS 





SYSTEM 


HE VALVE PILOT plays a leading role in 
the sterling performance of the modern 
powerful steam locomotives which haul the 
New York Central’s Pacemaker Freights over 
the 429 miles between New York and Buffalo. 


The locomotive’s own avtographic record 
verifies the excellence of the performance. 





230 Park Avenue, New York 17, N. Y. 
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Forging Faster. . 
Better . . at Higher 
Temperatures 


T takes a good hammer to 

forge the tougher carbon and 
alloy steels of today, but it 
takes a hammer with designed 
superiority to forge them with 
economy, speed and at a high 
rateof production. @ The Cham- 
bersburg Pneumatic Forging 
Hammer has a greater forging 
output than any other hammer 
of its type... it works at higher 
impact speeds, has a heavier 
anvil, Pe a more powerful 
blows and permits greater ease 
in control of blows . . . all help- 
ing to produce better forgings 
to closer limits. Write for 
Catalog. CHAMBERSBURG 
ENGINEERING COMPANY, 
CHAMBERSBURG, PENNA, 


CHAMBERSBURG 


HAMMERS - CECOSTAMPS - PRESSES 


RAILWAY AGE 














GEE! | BET IT CAN GO! 
Right you are, kiddies! 


It can go and does go, in fast daily 
freight service on The Minneapolis & 
St. Louis Railway. 

Two of these new diesel locomotives For Industry 
already are hauling long freight trains f i 
every day on the M. & St. L. main line, For Connecting Railroads 
between Minneapolis and 


in the M. & St. L. fleet. This new and 
finer through service saves precious hours 


For Agriculture 


On shipments of freight to and from 


THE PEORIA GATEWAY points throughout 


ROLis 
$Y BA: hove there.-will be -0 
S eared | . 
ST BNA ef third Giant of the Rails The Great Midwest 
. 
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4Ws\* Ze MINNEAPOLIS & ST. LOUIS Kacluay 


GENERAL OFFICE, NORTHWESTERN BANK BUILDING, MINNEAPOLIS 2, MINN. 
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THE RAILROADS and PUBLIC 
WELFARE 
By Emory R. Johnson, Ph. D. 


Professor Emeritus of Transportation, 
University of Pennsylvania 


A study of national policy for 
the development of a ena 
transportation system in the post- 
war era, by an outstanding author- 
ity. The author reviews transpor- 
tation developments between the 
two world wars and surveys the 
railroad’s outstanding perform- 
ance as the backbone of transpor- 
tation in the late war. He then 
outunes general transportation policy that will be 
fair to ail carriers and shippers and maintain a 
well-balanced, efficient and economical national 
transportation system that will help promote 
economic prosperity and social welfare. 


1944, 336 pages, 6 x 9, cloth, $3.00 





RIGHTS OF TRAINS 
By the late Harry W. Forman 
Revised by Peter Josserand 
Associate Editor, The Train Dispatcher 


A complete analysis of the 
Standard Code rules in the form 
of lectures, followed by questions 
and — The ory 8 Code 
is explain aragra y para- 
graph, with ti reasons for each 
rule given. Deviations from the 
Standard Code by various roads 
having special traffic conditions 
are cited. Supplements the Book 
of Rules given operating b 
most roa Space in the 
is given for pasting in special rules on any road 
to make it an individualized copy. 

1945. 3rd. 561 pages, 130 illus, 5 x 7%, 
flexible, $3.50 





(ood Books for Railroad Men 





TEN DAYS FREE EXAMINATION COUPON 


Stmmons-Beardman Publishing Cerperation 
30 Church Street, New York 7, N. Y. 


Please send en Ten Days’ Free Examination the beeks checked. 
If satisfactory { will remit the list price. Otherwise I will return 
the books. [ understand there is me charge for the three 
Recommended Lists. 


« +) Raflroads and Public Welfare, $3.00 
( +) Rights ef Trains, $3.50 

( ) Laying Out fer Boiler Makers, $8.00 
( ) Mastering Momentum, $2.50 

(=) Teack and Turnout Engineering, $5.00 Recommended lists: 
( ) Emgineering ( ) Motive Power ( ) Rolling Steck 


R. A. 7-6-46 





LAYING OUT FOR BOILER MAKERS 
Revised by George M. Davies 
Boiler Designer, New York Central 

Layout problems in sheet 
natal = boiler 4 
turing locomotive boi 
out. Layout for modern 
welding as well as for stand- 
ard riveting work is ex- 

lained with the aid of hun- 
Seas of scale drawings and 
photographs. Information is 
presented in shop language 
and the materi 
from simple to 
Problems are worked out 
‘ = without sp: for i 
er mathematics. new chapter on “Layi 
and Computing Boiler Patches” is of caetealen 
usefulness to round house foremen. 

1944. 5th. 522 pages, 715 drawings, 47 photo- 
graphs, index, 834 x 11%, cloth, $8.00" 


MASTERING MOMENTUM 
By Lewis K. Sillcox 
First Vice-President, 

New York Air Brake Company 


An analysis of modern trends in steam railway 
service en. changes in railway practice with the 
development of new types of high-speed equip- 
ment. The theory and practice of train braking is 
discussed and worked out examples illustrate typical 
procedure in train retardation calculations. 

1941. 275 pages, 130 illus., 6 x 9, cloth, $2.50 


TRACK AND TURNOUT ENGINEERING 





An advanced handbook on the design of details 
of railroad turnout and crossing construction and 
a practical treatment of the principles involved. 
Layout problems are fully exemplified and worked 
out in detail. 

1945. 3rd. 460 pages, 126 illus. 34 tables, 
4% x 7%, cloth, $5.00 


ee a 

RECOMMENDED 

Three lists of recommend- RAILWAY 
ed books to or eon ENGINEERING 
cove ° - 
rong end meet MAINTENANCE 
Motive Power, and Rolling 
Stock, are available on re- 
quest. They are uniform in 
size, 3% x 18-inches, and 
contain brief but compre- since dteaiatiatieeiats 
hensive description of some ane nae 
125 books each. 
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SOUND and 
COMMUNO.- 


date), | 
Equipment 


...instant communication saves time! 


The economy of BOGEN installations for inter-com- 
munication and program distribution is a direct result 
of diversified applicability. In hotels, factories, airports, 
terminals, theaters, etc., vast improvements in service, 
efficiency and operating economy are consistently 
achieved. In your business, too—fingertip communica- 
tion via BOGEN Communo-Phone will be instrumental 
in producing far-reaching advantages. 


Address inquiries to Dept. F 


MODEL $415 SYSTEM 





OFFICES: 663 BROADWAY, NEW YORK 12, WN. ¥. 


eeeneeeeoeaeveeee8 











ESCRIPTION 


“CGFFOsive bite of acids is a direct threat to 
cable life. Acids in road ballast cinders attack 
buried cable, while other acids endanger round- 
house and repair shop cable service. 

The choice of Okolite-Okoprene* is an effective 
prescription for acid bite. Cables of this durable 
construction are resistant not only to acids, but to 
alkalies, other chemicals and oil as well. Okolite 
gives them a moisture-resistant insulation of excel- 
lent electrical properties, Okoprene a non-flam- 
mable neoprene profective jacket. The Okonite 


Company, Passaic, N. J. 
* U. S. Pat. No. 2,312,058 








RAIL CARS 
MINE CARS 
AND 
LOCOMOTIVES 
AXLESS TRAINS 


COMPLETE 
HAULAGE SYSTEMS 


DIFFERENTIAL STEEL CAR CO. 








fat 7S 








FINDLAY, OHIO 











HYMAN-MICHAELS COMPANY 
Relaying Rails kk Dismantling 

sed railroad equipment—cars—locomotives 

F t Car Replacement Parts 

Complete sto of guaranteed used fr t car 

parts carried on hand by us at all times. Located 
aan for shipment to any part of country. 
Write — Phone — Wire — when interested in used 
Rails, Equipment, Cars, Car or Track Dismantling, 
or Car Parts. 

Main Office 
122 SOUTH MICHIGAN AVENUE 
CHICAGO, ILLINOIS 


Branches 
New York San Francisco Houston 
&t. Louis Los Angeles Havana, Cuba 
SERVICE QUALITY RELIABILITY 
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Canadian FITZGERALD Limited, Toronto 
49 


FITZGERALD 
GASKETS 





am 


for All 
Railway Purposes 


Gasket Craftsmen for 
40 Years 3 


Write for Information 


The Fitzgerald Manufacturing Company 


Torrington, Conn. 


Branches: Chicago, Ill. Los Angeles, Cal. 
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GET TOGETHER DEPARTMENT 

















RAILROAD 
EDUCATIONAL 
SERVICE 


For 45 years the Railroad De- 


partment — In’ Cerre- 
spondence Schools — has been 
trai railroad men 
the of their work. 
Nearly 300 railroads have 
ments with the Interna 

| ce Schools to in- 
struct loyees who are 
fbeorested in technical training at 














Free Beeblet on Roques! 

INTERNATIONAL 

CORRESPONDENCE 
SCHOOLS 


Sie SCRANTON, PA. 


Bez 8816 


LOCOMOTIVES 


4 Diesel-Electric, 300 
ractive Effort 26, 100 


i—70-Ton, 0-6-0 Fired 
Steam Switcher, I.C.C, Con- 
dition, Standard 


B + B — 150/150. 

1—20-Ton, Davenport, 0-4-0 
Gasoline New 
1941, Standard 


OTHER LOCOMONT IVES 
TOO! 

Send us your Inquiry 
IRON & STEEL PRODUCTS, Inc. 
41 years’ experience 
13486 S. BRAINARD AVE. 


CHICAGO 33, ILLINOIS 
“ANYTHING containing 1RON 
or STEEL” 








FREIGHT CARS 
IMMEDIATE SHIPMENT 
-~ dola, All Steel, 57%- 
+-Deste, Automatic Air, 20 
oe, ££ eh ae 
1—D A 
ae Pn 1 ay fu 
—— Twin, All Steel, 
Oe bee =. Discharge, 
Ton, 
7—Bo ene. $0-Ft. All 
s Automobile. 
83—Tank, 
Gal. 


8,000 and 10,000 
- Coiled and Non 


Coiled. 

S5i—Flat cars, 50-Ton, 43-Ft. 
IRON & STEEL PROBUCTS, inc. 
41 years’ experience 
13486 S. BRAINARD AVE. 


CHICAGO 33, ILLINOIS 
‘ANYTHING conteining 
or STEEL” — 

















KANSAS CITY 18, KANS. 










































Educational Services 
for 
RAILROAD MEN 





Our New Service 
on 
Diesel Locomotive 
Operation 
te highly recommended 
for 


Engineers and Firemen 


The Railway 
Educational Bureas 
Omaha 2, Nebraska 





AIR COMPRESSORS 


ie cu. ft. tngersoli-Rand. Type XRE. Size 19 
Direct te 200 h.p. 


s 382.3". 
sya. motor, 


OCE. Size 26 x 15 x 18”. 


z Type 
1 tim aed ae te ae ae 


3/60/ New 1942 
ft. 


1—3092 cu. Secmmatic. Tyee OCS. Sie 30 x 18 x 21°. 
3/60/2500. New 1943 ff sn 


gs 2 gpm Type PRE-2. Size 30 x 18 x 21”. 
Direct connected to 500 h.p. 


1 
a a, ae en 
—5210 ew. © 26yp x 22 x 18", 
sure. | Direct connected to 800 hp. atien acum, Se 
jew 


THOMAS F. CAREY CO., 


POSITION OPEN 
Sales Engineer for Raikoad In 
dustry. Age 30 te 40 years. Oper- 


N. Y. 




















SALES ENGINEER 


Wide experience in Railroad 
field, will handle complete sales 
program for ———— want- 
ing representa 

tion industry—technical cal and non 
technical — Address Box 812, 
Railwa Age! a heme St., 
New York 














USE 
SPACE 
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Our truing shoes do the 
work while engines and 
cars are in service. This 
cut shows style for 
grooved tires and also 
shows the depth of grind- 
ing material. 


WHEEL TRUING 
SRAKE SHOE COMPANY 
DETROIT, MICHIGAN 













ENGINEERS 
1301 Woodswether Road 





530 


District Branch Office—228 N. LaSalle, Chicago 1, ill. 


“GUNITE” CONCRETE 


(CALLED *SHOTCRETE” BY RAILROADS) 
DETAIL INFORMATION—SPECIFICATIONS ON REQUEST 


GUNITE CONCRETE & CONSTRUCTION CO. 


CEMENT GUN apm 


CONTRACTORS 
Kansas City 6, 





BUY 


VICTORY 


BONDS 


TO FINISH 


THE JOB 












ine ONO LOCOMOTIVE CRANE Co. **SSIY* 
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2. 
3. 





Do you want a welding electrode that penetrates 
rusty and greasy steel? 

Do you want an all position electrode? 

Do you want an electrode that will weld rusty 
steel castings? 

Do you want an electrode which beginners as 
well as experienced welders, can use? 

Do you want an electrode that will work on 
either A.C. or D.C. welding machines? 


. Do you want an electrode that is easy to use on 


poor fit-up work? 


. Do you want the fastest all purpose electrode 


for steel car work? 


. Do you want only one grade of electrodes in 


your car yard, so that foremen will not have 
to spend time instructing the men as to the 
proper electrode to use? 


If your answers to these questions are yes, we 
suggest you try CHAMPION GRAY DEVIL ELECTRODES 


since they offer each of the above features. 


RIVET COMPANY 


11600 HARVARD AVE. « CLEVELAND, OHIO 


EAST CHICAGO, INDIANA 
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NEW FIFTH EDITION 


LAYING OUT FOR BOILER 
MAKERS AND PLATE 
FABRICATORS 


Revised by 
GEORGE M. DAVIS 
Boiler Designer, New York Central 


HIS well-known book, first published in 1907, 
T which has been out of print several years, 

has been thoroughly revised and brought up 
te date. The locomotive boiler chapters have been 
greatly expanded. Important new chapters include 
ene on Laying Out and Computing Boiler Patches, 
and one on Laying Out for Welded Construction. 
Much additional material has been added on plate 
fabrication but important chapters on sheet metal 
layout have been left in. The book hes been en- 
tirely reset in easier reading type and all the new 
layout drawings are sharp and clear. Written in 
shop language and without resort to higher mathe- 
matics. Send for descriptive circular, or for a copy 
of the book as soon as ready on Ten Days’ approval. 


530 pages, 700 illus., 9 x 12, cloth $8.00 


BOOK DEPARTMENT 


SIMMONS-BOARDMAN 
PUBLISHING CORP. 


30 CHURCH STREET, NEW YORK 7, N. %. 
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Aluminum Company of 

American Arch Company, Inc. 

American Brake Shoe Company 
vision : 

American Locomotive Company 

American Steel Foundries 
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Baldwin Locomotive Works, The 
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STEEL 








RYERSON 


in stock at 


TULANE sR 


@ Ryerson has the steel you need ready for immedicte shipment. Ten convenient 
Ryerson plants stock more thon ten thousand kinds, shapes ond sizes of steel ond 


allied products. Joseph T. Ryerson & Son, Inc. Plants at: Chicago, St. Lovie, 
Cincinnati, Detroit, Cleveland, Buffalo, Boston, Philadelphio, Jersey City 
Principal Products Include: 
Structurals Strip Stainless Babbitt, Solder 
Alloys Mechanical Tubing Reinforcing 
Cold Finished Steel Boiler Tubes Nails, Rivets, ete. 
Tool Steel 


Welding Rod | 





RAILWAY AGE 
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INCREASED SAFETY, LONG LIFE, SMOOTH, QUIET RIDING... y 
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RADIAL CONNECTION 








RADIAL 





SHANK PIN CONNECTION SEAT 
RETAINER YOKE PIN 















COMPLETE COUPLER--KNUCKLE CLOSED 





Eliminates slack in coupler contour. 


Ends noise caused by coupler slack. 





Intercouples with existing standard couplers 
. greatly reducing contour slack which nor- 
mally exists. 


YOKE—STANDARD POCKET, FOR CONVENTIONAL 
DRAFT GEAR APPLICATION 


Insures positive engagement when coupling 
at slow speeds. 


Increases safety against accidental uncoup- 
ling. 


Reduces fatigue failures. 


Increases service life. 





YOKE—STANDARD POCKET, FOR TWIN DRAFT 
GEAR APPLICATION 





THE SYMINGTON- ‘GOULD CORPORATION 


TER & DEPEW NEW 54@)°4 4 
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O-R-§ automatic block signals enable you to 
operate a mixture of fast and slow trains with a 
minimum of delays to both 


One way to provide adequate braking distances for today’s 
increasingly popular super-speed trains is to lengthen the 
blocks. But longer blocks mean lower efficiency for your 
slower passenger trains and tonnage freights. 

Automatic block signaling, using properly spaced G-R-S 
searchlight signals, may well be your answer. With 2-, 3- or 
4-block and 3-, 4- or 5-indication signaling you can go a long 
way toward eliminating traffic interference due to high-speed 
trains. You can increase traffic capacity. You can move more 


freight tonnage and more passengers at less cost per mile. 


Equally important, you pave the way for future installa- 
tions of G-R-S Centralized Traffic Control. Signals are in 


G-R-S engineers will glz give you the benefit of their 
experience in d termini igejust 4 yarrangement of auto- 
matic block signa : 


P Northern Railway 
fain, with a 5,400-horse- 








<a oh - | Rathway Signal Company ' 
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